ENGINGETING and 
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On curves in mountains under snow | 

or heavy rain —on miles of straight- 

aways through deserts in dust and 
. broiling heat, continuous track 


= maintenance is vital. 


Railroad executives know well that y 
| =f proved Hipowers can be relied 7 
Ppon under any and all conditions. P et 


IMPROVED | POWLERSY 
<,. IMPROVE TRE 
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[HE NATIONAL LOCK WASHER COMPANY, NEWARK 5, N. J., U.S. A. 
A COMPLETE LINE OF RAILWAY SPRING WASHERS 





PROTECTING A BIG 3’ 
ot 


TO CUT RAIL JOINT MAINTENANCE COST 


Experience has proven that when rail-end wear and batter reaches 
a depth of 3/64”, it is noticeable in the riding quality of the track and 
that, from this point, if the condition is not corrected, deterioration of 
rail ends and joint structures is greatly accelerated. 


Reliance Hy-Pressure Hy-Crome Spring Washers help to protect this 
vital 3/64” by keeping rail joint bolts tighter longer and postpone the 
necessity for costly rail-end conditioning and joint bar reforming and 
shimming. The inherent reactive pressure in Reliance Hy-Pressure 
Hy-Crome Spring Washers automatically compensates for dimensional 
changes in the rail joint assembly. This reduces the possibility of 
rail end batter and chipping, thus extending the period between 
maintenance operations and reducing costs. 


EATON 


EATON MANUFACTURING COMPANY Sales Offices: New York * Cleveland + Detroit » Chicago « St. Louis * San Francisco » Montreal 
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Adjusting switch points. Sliding aside a cover on the Model 51 exposes the shim adjustment device. 


THROUGH THE YEARS 


When the first New Centuries were 
placed in service, most of you were 
probably too young to be inter- 
ested in switch stands. For that was 
a good many years ago; so many 
that it takes an old-time railroad 
man to remember. 

Today’s New Century is the best 
of along and highly-regarded line. 
With parallel throw, it is a safe 
stand for the switchman to operate. 
Maintenance is low, for the me- 
chanical principles of the stand are 
simple. The New Century is so 
thoroughly dependable that it's 
like your arm — taken for granted. 

The Model 50 is designed for use 
with an adjustable connecting rod. 
Model 51 has an accessible shim 
device built into it, so that switch- 
point throw can be adjusted within 
the stand proper. Both the 50 and 
the 51 stands can be furnished 
in low and intermediate types. 












MODEL S5I1A 


The New Century is used with 
heavy rail... 60-lb and up...in 
main-line, branch-line, and yard 
work. There are probably some 
near you. Ask a Bethlehem man to 
point them out and go over them 
feature by feature. 


BETHLEHEM STEEL COMPANY. BETHLEHEM, PA. 


On the Pacific Coast Bethlehem products are sold by 
Bethlehem Pacific Coast Steel Corporation 


Export Distributor: Bethlehem Steel Export Corporation 


BETHLEHEM ew Cew7wry SWITCH STAND 


Publishe “d- monthl. 








BETHLEHE) ie 


STEEL 


y by Simmons Boardman Publishing Corporation, 105 W. Adams St., Chicago 3, Ill. Subscription price: United States and Possessions, and Canada, $2.00 for 
one year; $3.00 for two years. Single copies 50 cents. Entered as second-class matter January 20, 1933, at the post office at Chicago, Ill, under the act of March 3, 1879, 
ith additional entry at Mount Morris, [ll., post office. Address communications to 105 W. Adams St., Chicago 3, Il. 





BUY STEEL TAPES WITH EASY TO READ MARKINGS THAT ARE DURABLE 


re 


“RANGER” Medel... Lufkin’s 


uA 


Jungle dampness . . . immersion in sea water... 
chemical fumes—these and many more rugged 
war time tests have proven Lufkin Chrome Clad 
to be an outstanding development in measur- 
ing tapes. 

The illustrations below show why they are the 
first steel tapes with both durable and easy to 


- read markings, features every tape user will 


welcome. The hardened steel base is of remark - 
able toughness and flexibility. 

Over this goes a rust resistant coating—next, 
multiple coats of electro- 


KINKS RARELY BREAK THEM 
A tough flexible “kink-resist- 
ant”’ steel protects against 
line breakage, and saves time 
as well as repair expense. 


Smooth, Non-Glare 


C 


Chrome Clad tape specially ‘- 
|. designed for engineers. The 
sturdy steel line—only 4%” wide to reduce wind 
resistance and provide compactness—is read- 
ily detachable from case. Permanent jet black 
markings are available in either feet, inches 
mand eighths or feet, tenths and hundredths. 
~ Zero falls at end of line. Rust resistant steel 
liner protected by hand stitched leather case 
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DIAGRAMMATIC CROSS-SECTION VIEW 


1. Hardened Steel Tape. 2. Rust Resistant Coat- 
ing. 3. Multiple Coats of Electroplating. 4. Hard, 
Chrome-Plating. 5. Black 
Markings Bonded to Steel, Sunk Below Surface. 


plating — and then a heavy chrome plating with 
a non-glare satin finish. Against this light-absorb- 
ing surface the jet black markings stand out 
sharply, easy to read in bright or poor light. 
And notice how the markings are bonded to the 
steel base—sunk below the chrome surface to pro- 
tect them even against concrete or gravel wear. 


If you want to sell a tape that will not crack, 
chip or peel—a tape that will assure customer 
satisfaction and repeat sales—sell Lufkin 

Chrome Clad steel tapes. 


EASY TO READ IN ANY LIGHT 
Durable, easy to read mark- 
ings stand out sharply against 
the non-glare, chrome surface, 
even after years of tough usage. 


PRECISION TOOLS + TAPES + RULES 
FROM YOUR DISTRIBUTOR 


THE LUFKIN RULE COMPANY 


Saginaw, Michigan « New York City « 


For additional information, use postcard, pages 115-116 
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handling almost every material handling and 
excavating job that you may be up against. 

Your Northwest brings you ease of operation 
through the “Feather-Touch” Clutch Control. 

It is unaffected by temperature or weather and 
your Northwest cannot be shut down because 
of control failure. 

Easy conversion from Shovel to Crane or 
Dragline allows you to be readily prepared 
with the most efficient equipment for the 

‘ job in hand. 
i The Northwest Crawler with its easy steering 
permits the Northwest to negotiate rails and 
tough going, load and unload itself under its 
own power on a standard flatcar or drop-end 
gondola, travel from car to car and work from 
the car almost as easily as from the ground. 
Here is a real railroad machine proved on 
most of the country’s Class I railroads. You 
need it for the Key Spots! It is a machine you can depend on in the 
heart of the job. Plan ahead to have one. Let us tell you how. 


Ask for details. 
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NORTHWEST ENGINEERING COMPANY 
1513 Field Bldg., 135 South LaSalle St., Chicago 3, III. 


RTHWEST 


os ILROAD MACHINE 
. DRAGLINE « PULLSH OVEL 





















SELF-PROPELLED 


OFF-TRACK 
JOINT OILER 


True lubrication depends upon always having oil where it is 
needed when it is needed. The WOOLERY Off-Track Joint 
Oiler accomplishes this by using heavier lubricants which are 
heated and then sprayed into the joints by pressure. Not only 
is proper lubrication assured, but large time and money sav- 
ings are effected as heavy lubricants last longer and fewer 
applications are required than when using lighter oils. 


Self propelled by a four cycle air cooled engine which also 
drives a rotary gear pump, the WOOLERY Off-Track Joint 
Oiler is easy to handle. Only 30” wide, it can be readily 


Write for illustrated bulletin No. 175 for complete specifications. 


For Fast Thorough Joint Oiling ... 


operated ... or turned completely around .. . between double 


tracks. Three men can spray joints on 1% miles of track per | 





hour. Convenient lift handles are provided for crossing over [ 
tracks or switches. Ee 


Means is provided for continuous oil circulation so that spray- 
ing may be immediately resumed after work is interrupted by 
passing trains. 


Rugged construction and simple effective design assure long 
continuous service. Prompt delivery. 





EDS ee 





WOOLERY MACHINE COMPANY 


MINNEAPOLIS 


RAILWAY MAINTENANCE 


RAILWAY WEED BURNERS 
MACHINES ~- RAIL JOINT..OILERS 


Pioneer Manufacturers of 


MOTOR CARS 
CREOSOTE SPRAYERS 


MINNESOTA 
EQUIPMENT 


TIE CUTTERS THE SCORING 


BOLT TIGHTENERS 


EXCLUSIVE EXPORT REPRESENTATIVES: PRESSED STEEL CAR COMPANY, INC., PITTSBURCH, PENNA. 
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Can you use these features 
in your next compressor 7 


60 cubic feet actual air capacity. 





FLEXIBILI Right for four tompers or similar 
TY * tools. Add more units for bigger jobs. 

Crawler treads quickly spot the ma- 

HANDINESS chine anywhere over the toughest 


surfaces. 





PORTABILITY 


Self-loaded on rail dolly or trailer 
for moving to the job. 





COMPACTNESS 


Motor and compressor balanced in 
an automotive V-8 block. Entire ma- 
chine only 88 inches long by 52 
inches high. Weight 2600 pounds. 








A double function tool. Perfect for 
any compressed air task. Attach- 
ments for backfilling, towing, mow- 
ing, power take-off, etc. 


...then SCHRAMM’S MODEL 60 CRAWLER 








_._ is for youl 


N° doubt about it; the Schramm Model 
60 Crawler is the compressor that fills 






































feet capacity. 





Other Schramm portable compressors—wheel, 
railcar, and crawler mounted—to 315 cubic 


a great need in railroad maintenance. It is 
perfect for spot tamping or any of the air 
jobs on right of way, bridges, buildings, or 
construction. Then when you need a ma- 
chine for towing, backfilling, or operating 
power machines there are attachments to 
make the Model 60 Crawler fill the bill. 
Details? Just write Railway Sales Depart- 
ment for bulletin FC 48. 











SCHRAMM te. cea 
eo Oe * PENNSYLVANIA 
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te sf 2 72 5 ABSORBS IMPACT SHOCK 
AND VIBRATION ON 


BRIDGES, CURVES, SWITCHES, AND TURNTABLES 





The physical properties of Fabreeka, — material for use beneath crossings, cross- 


great strength; minimum permanent set; overs, and switches; on curves; in turn- 
controlled resiliency; high damping value tables; and on steel and concrete deck 
and long life make Fabreeka the ideal bridges. 



























PISA 


At crossings, cross-overs, and swifches Fabreeka 
pads between ties and tie plates increase the life 
of manganese points by cushioning impact blows 
from the wheels. Fabreeka's slow recoil from 
““compression” insures cushioning without bounce. 
Mechanical wear of ties is also reduced. 


On curves, the mechanical wear on ties from plate 
cutting is eliminated. The frequency and expense 
of regauging track is greatly reduced. Fabreeka 
pads keep spikes from lifting. 


In turntables, Fabreeka reduces impacts through 
application under end tie plates; under end tie 
plates of approach tracks; over bearings of turn- 
table trucks; and under tie plates of circular rail. 


Used between the rail and the steel or concrete 
deck of bridges, Fabreeka eliminates the use of 
ties and ballast. This reduces the foundation depth 
required, yet leaves proper clearance for under- 
pass, and yields sizeable savings in excavating 
and concrete work. 


FABCO )t1e paps 
For Open “/rack 


Fabco Tie Pads reduce the mechanical 
wear of ties, and are especially recom- 
mended for use on ties in curves, 
bridges, and switches where tie life is 
relatively short and the cost of renewal, 
high. Withstand extreme temperatures, 
moisture, mildew, sand. Spikes do not 
have to be driven down a second and 











FABREEKA PRODUCTS COMPANY, INC. 
222M SUMMER STREET 





third time. 

BOSTON 10, MASSACHUSETTS ca te Life with Fabco Tie Pads 
® resilient 
® no set — no loose spikes 










IT PAYS 


® no renewals required 


Made By The Makers of Fabrecka 
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“A RAIL LENGTH OF PERFECTLY TAMPED TRACK 


EVERY 4 i, MINUTES... 


B with the JACKSON 


Just one operator... 
and 16 High School Boys” 


- -. and this rate was maintained under traffic conditions averaging 3 trains an 




















hour, requiring 20 “set-offs” a day. Under a foreman’s supervision, these boys 
1 4 handled the jacks (using the Multiple Jack System), spaced and straightened ties 
: e before tamping, fed ballast to the tampers, and uniformly spread ballast ahead of 
4 the machine. In addition, some of the boys frequently assisted a following section 
gang to line the track. 


That’s just one report from a number of leading roads indicating what can be 
accomplished with this remarkable machine. In each case perfect track is put up 
in one operation, no follow-up or smoothing operation is necessary. The track 


Stays “put”! 


ELECTRIC TAMPER & EQUIPMENT CO., Ludington, Mich. 
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Let us tell you more about it. 















.-. you can pull em ALL 
with a NORDBERG | 
SPIKE PULLER zero" 


@ Pulls spikes on bridges, guard 3 ; 
i P . ? . rail, switch-points—easier, safer. . : 
@ By getting spikes out faster your entire rail laying ; ; 
: @ Self-contained unit . . . 6 HP. x | 

é 





operation can be geared to top speed. The Nordberg engine eneste 12000 pounds 
Spike Puller gets ALL the spikes — including crooked, upward pull. 

“throat-cut,” and small head spikes which are tough to © Pulls spikes straight — greater 
pull with hand tools. The Spike Puller is power driven, Senne See 

simple in design and built to give years of trouble-free 
service. Switch to modern, efficient Nordberg Spike 
Pullers—they pay for themselves in a short time. Write 
for complete details. 


NORDBERG MFG. CO., MILWAUKEE 7, WIS. 


NORDBERG TRACK MAINTENANCE MACHINES 


ADZING MACHINE «© SPIKE PULLER + TRACK WRENCH «+ SPIKE HAMMER 
RAIL DRILL © POWER JACK + CRIBEX + RAIL GRINDER © TRACK SHIFTER 


@ Does the work of 12 men. 


@ Pulls crooked, “throat-cut,” and 
small head spikes. 





106 February, 1949 For additional information, use postcard, pages 115-116 Railway Engineering = Maintenance 





Oe eee 


B.-f 
ant 


Lae 


fi 


’ * 
se 


aera. 


oma, £ 
4 vat ch — fat 


ss 





vor 


FLEXIBILITY cad STRENGTH of Rac-wik CONDUIT 
PERMITS SHALLOW INSTALLATION of STEAM LINES 


o.% SPoeed . 


Re Fe : Sa pe 









a 
















Underground steam line between 
RR sidings with expansion loop 
extending under tracks. 





The heavy-gauge helically corrugated shell used in Ric-wiL 
Prefabricated Insulated Pipe Units makes possible a resilient — 
construction of high beam strength, which can safely be _ flexibility of Ric-wiL units 












; ; ; h ions. 
installed under E72 RR loadings with only 3 feet of ground —Scam-welded, helically 
cover, and under E90 loadings with only 5 feet. Because of this corrugated, heavy gauge 
and other exclusive Ric-wiL features, the trend of engineering full rouad smooth ends 
departments of railroads is to specify Ric-wiL for all under- ier, provide pressure-tight 

sa is all adiabieiina ground steam lines. It is possible to jack Ric-wiL through acacia 

Scultea Wek salt teuuiek existing right-of-ways and to install steam lines without 

into trench alongside tracks i i i - P : i i 

my pete ee disturbing sidewalks, pavement or tracks and without permanent deformation 

out interrupting rail traffic. of roadbeds, thus saving both installation and maintenance expense. 


(Left) Normal traffic was maintained on this 
busy downtown street while Ric-wil units were 
installed under pavement. Units were jacked 
through from building basements and joined to 
utility's steam main at manhole in center of 
street. (Right) Close-up of manhole showing 
auger crew and tool for drilling under pavement. 


See the Ric-wil Booth at the NRAA 
Exhibit, Chicago, March 14-17 







INSULATED PIPE CONDUIT SYSTEMS 
THE Ric-wiL COMPANY « CLEVELAND, OHIO 


REPRESENTATIVES IN PRINCIPAL CITIES 
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Homelite Carryable Pump 
... With 9 Big Features 


It weighs only 85 pounds... complete with built-in high-powered 
gasoline engine ...and when it comes to performance, its nine big 
features are nine big reasons why a Homelite Carryable Pump is 


the best pump for all jobs... your jobs. 





The Best Pump for All Jobs ) 
is the Pump with All These Features 












AUTOMATIC SEEPAGE CONTROL 






MAINTAINED RATED CAPACITY 


See foe yoursedy 


Write today for our new illustrated bulletin No. L-503 that tells 
the complete story and shows how you can get faster, better 
pumping with Homelite Carryable Pumps. 


al: ah aaa CORPORATION 
202 RIVERDALE AVENUE, PORT CHESTER, NEW YORK 
MANUFACTURERS OF HOMELITE CARRYABLE PUMPS + GENERATORS +: BLOWERS +: CHAIN SAWS 





N AND OPERATION 






SIMPLE DESIG 
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Why the WELD? 


It is true that the welded hold-down lug is the 
cheapest and most reliable method of holding 
spring against rail base under a pressure of several 
thousand pounds. 


Any other method which is as STRONG and RELIABLE 
will cost more than three times as much money. Any 
method that delivers less strength and reliability, we feel, 
may result in failures. 


After exhausting all other means, the welded hold-down 
part was determined to be the most economical and re- 
liable. This enables us to make the 8 claims herewith not 
incorporated in any other anchor. 


Welding time is less than one minute. 


The New 








1 
2. 
3 
4.A one piece (after weld is made) two-way 
compression anchor. 


I 


o 


~ 


@ 








Exclusive Features 


-All Anchor Maintenance eliminated. 


Failures eliminated. 


Cannot be injured during installation. 


-All Springs compressed on equal amount— 


do an equal share of work. 


-Remains constantly engaged from time it is 


installed. 


- Long spring—last third of distance spring is 


deflected, poundage does not increase. This 
is a compensating factor to take up for 
wear and erosion. 


- UNIVERSAL: This two-way anchor is ap- 


plicable to any weight of rail or design of 
tie-plate and is JUST AS EFFECTIVE ON 
RELAID, WORN RAIL AS ON NEW RAILS. 





NO-CREEP RAIL ANCHO 


Simplicity is the greatest asset of this anchor. All we ask is that you 
investigate and compare the eight claims listed above as being ex- 


clusive. Write for further particulars. 


G &H RAIL CONTROLS, INC. 


Phone BE 8117 





5204 E. 15th St., 
Bill Glover Bidg. 
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FIRE HATES THIS BUILDING 











One big reason why Standard ARMCO 
STEELOX Buildings are so popular 
with railroad men is their fire-resist- 
ant, all-steel construction. You gain 
added safety for men and materials. 
Insurance rates are lower. And re- 
placement and maintenance problems 
are simplified. 

STEELOXx Buildings are excellent 
for either permanent or temporary 
sites. Small bunk houses and similar 
structures can often be loaded onto 


flat cars intact and moved to a new 


site. Or it is a simple matter to dis- 
mantle the entire structure and re- 
erect it at a new location. A section 
gang can do the job simply and quick- 
ly. Even after several such “moves” 
your building remains tight and dry. 

You'll like the way STEELOx Build- 
ings stay neat and attractive year after 
year. There is nothing to get out of 
order—nothing to crack, warp or rot. 
Individual sections are made of 18- 
and 20-gage ARMCO Galvanized 
Steel. This durable material is two or 


three times heavier than ordinary gal- 
vanized roofing and siding. Long 
service is assured. 

There is a type and size of ARMCO 
STEELOX Building to meet specific : 
railroad needs—machine shops, tool 
houses, Diesel motor garages, utility 
buildings, yard offices, waiting sta- 
tions and many others. Write us to- 
day for complete information. Armco 
Drainage & Metal Products, Inc., 785 
Curtis Street, Middletown, Ohio. 


Export: The Armco International Corporation 





ARMCO STEELOX BUILDINGS 


February, 1949 


For additional information, use postcard, pages 115-116 
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BROWNHOIST’S 1949 DIESEL ELECTRIC LOCOMOTIVE-CRANE 
MARCHES IN THE PARADE OF BROWNHOIST FIRSTS! 





i INDUSTRIAL BROWNHOIST CORPORATION ec BAY CITY, MICHIGAN 


DISTRICT OFFICES: New York, Philadelphia, Cleveland, Chicago. AGENCIES: Detroit, Birmingham, Houston, Los Angeles, Portland, San 
Francisco, Seattle, Spokane. Canadian Brownhoist Ltd., Montreal, Quebec. 
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HE modern way—the economical way—to keep 

switches free of snow and ice—is to employ pro- 

pane gas. The reports are in on RAIL-TEL Propane Gas 

Switch Heaters—and they're all uniformly favorable. 

These efficient heaters won their spurs during last win- 

PROPANE YG ter's severe storms. Today they are serving on some of 
GAS 7 ° ° ° 

our most important roads keeping switches open un- 


der a wide variety of conditions. 


RAIL-TEL Switch Heaters are simple to install whether 
gas is supplied either from a main bulk tank or from a 





cylinder installation. These heaters may be operated 
by remote control. Write for full particulars. 


THE RAILS COMPANY 


General Office 
178 GOFFE STREET, NEW HAVEN 11, CONN. 


ST. LOUIS, MO. a 1@):1@).43) Ha ee CHICAGO, ILL. 
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Ballast under a Barco-tamped tie is firmly and uniformly packed 
for the full width of the tie and is less subject to further compres- 
sion from passing trains. No other spot tamper produces the fast, 
powerful blows of the Barco. Self-contained and portable, these 
economical sluggers save extra time at congested points because 
they tamp faster and can be moved off the right-of-way quickly. Over 
100 railroads use Barco for spot or gang tamping. Write today to 
Barco Manufacturing Company, 1805 Winnemac Avenue, Chicago 
40, Ill. In Canada: The Holden Co., Ltd., Montreal, Canada. 


BARCO 


UNIT TYTAMPERS 


FREE ENTERPRISE—THE CORNERSTONE OF AMERICAN PROSPERITY 
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ADDITIONAL INFORMATION 


On Any of the Products Mentioned in This Issue 


Below is a complete index of the products referred to in both the edi- 
' torial and advertising pages of this issue. If you desire additional in- 
formation on any of them, use one of the accompanying addressed and 
| samped postcards in requesting i In each case give name of 

, | and page number, The information will come to you directly from 
| | the manufacturer involved, without any obligation om your part. 
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RAILWAY ENGINEERING AND MAINTENANCE 


Please send me additional products information as requested below. 
() Literature Only [1] Desire to see Representative ([] Price Data 








Product and Page No...........-..+seeeeeceeee 





NEW YORK 7, NEW YOR 


BUSINESS REPLY CARD 
30 CHURCH STREET 


RAILWAY ENGINEERING & MAINTENANCE 








SERVICE DEPT. 


READER 
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Locomotive Cranes...........1 11, 


Mauls 
Mechanical Tampers.................. 
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ON TIMKEN BEARINGS 


The same generous measure of availability that characterizes 
main line rolling stock equipped with Timken Tapered Roller 
Bearings also is a major advantage of Timken Bearing Equipped 
section motor cars and trailers. 


Besides their frictionless smoothness of operation in all weathers; 
extended lubrication periods; capacity for carrying radial, thrust 
and combined loads; and ability to maintain wheel gauge, 
Timken Roller Bearings possess the tremendous strength and 
endurance that comes from the special Timken Alloy Steel of 
which they alone are made. Make sure you have them in your 
new cars; look for the trade-mark ‘“‘TIMKEN”’ on the bearings 
you use. The Timken Roller Bearing Company, Canton 6, Ohio. 
Cable address “‘TIMROSCO”. 


THE TIMKEN TAPERED ROLLER BEARING TAKES RADIAL AND THRUST 7) LOADS OR ANY COMBINATION 


For additional information, use postcard, pages 115-116 February, 1949 














Cut TRACKWORK Costs on 

RELAYING e CONSTRUCTION 

LOADING e UNLOADING 
with the 


KERSHAW MOCAR CRANE 


ca @ Here’s a way to save more than 60% on the cost 
—, ia ~~ of a full-revolving crane —and have two cranes on 
for relay Mo the job at once! 
e (Below) pnt oading Kershaw Mocar Cranes are versatile, low-cost units 
secured to a flat — for performing the important loading, unloading 
scraps pipe ; and placement functions on trackwork ... Will 
handle relaying as efficiently as a full-revolving 
crane, yet is so light and well-balanced that a standard 
motor car pulls it with ease! 


See diagrams at left for dual use of the Kershaw 
Mocar Crane; and specifications below. Write for 
complete data and details on the Kershaw Trial Plan. 


SPECIFICATIONS: Capacity—2200 Ibs. at 22’ radius; 
Single drum hoist, gasoline engine; Boom 22’, welded steel 
channel; Steel wheels mounted on 2” axles; Two pivot con- 
nections for motor car mounting; Weight approximately 
2500 Ibs.; A-Frame and boom demountable for shipment. 


P. O. Box 510 Montgomery, Alabama 
TRACKWORK EQUIPMENT DEVELOPED AND PROVEN ON THE JOB 


KERSHAW KRIBBER KERSHAW SPIKE KERSHAW BALLAST KERSHAW 
(Single Wheel Type) SETTER CARRIAGE BALLAST PLOW REGULATOR and DRESSER UTILITY DERRICK 
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GN can have 9 lives too 


When carbon steel frogs are oxy-acetylene flame-hardened, their run- 
ning surfaces will last up to nine times as long as untreated frogs. 

This recently developed OxweELp method is simple and economical. A 
single multiflame heating head is used—no extra heating is required to draw 
or temper the hardened areas, and no special coolants are needed. Treated 
surfaces have uniform hardness values, correct hardness depth. 


Rent ae 





This is another money-saving 
OXWELD process that you cannot 
afford to overlook. 

Mechanical Superintendents and 
Shop Foremen . . . write for Booklet 
F-7007 which describes this eco- 
nomical frog-hardening process. 








The cross-hatched 
7 areas have been 











flame-hardened. 






This flame-hardening blowpipe is mounted on a standard OxweELp CM-16 cutting machine. 


THE OXWELD RAILROAD SERVICE COMPANY 
Unit of Union Carbide and Carbon Corporation 
ucC) 

Carbide and Carbon Building Chicago and New York 


In Canada: 
Canadian Railroad Service Company, Limited, Toronto 












The word “Oxweld” is a registered trade-mark. 





P-21650 


SINCE 1912—THE COMPLETE OXY-ACETYLENE SERVICE FOR AMERICAN RAILROADS 





> CANADIAN 
NATIONAL 
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Railroads all over America stretch maintenance dollars 


with PRESSURE GROUTING 


ROM COAST to coast leading railroads 

are stretching maintenance dollars by 
stabilizing their track with portland cement 
grout. Pressure grouting ends troublesome 
water pockets and soft spots, stabilizes fills, 
lengthens rail and tie life and increases the 
load-carrying capacity of the treated sections. 

Pressure grouting has proved its worth 
under all types of traffic and subgrade condi- 
tions throughout the country. Many of the 
more than 50 railroads that have tried this 
method of roadbed stabilization are employ- 


ing it as routine maintenance practice—and 





earning returns up to several hundred per 
cent of the original investment. 

In addition to reducing maintenance cost, 
portland cement pressure grouting improves 
operating conditions, permits increased 
speeds, provides greater safety, allows 
heavier tonnage limits, insures smoother- 
riding track and more passenger comfort. 

For more information about this proven 
method of track stabilization write for free, 
illustrated technical bulletin, “Stabilizing 
Railroad Track by Pressure Grouting.” Distrib- 


uted only in the United States and Canada. 


PORTLAND CEMENT ASSOCIATION 


DEPT. A2-27 *+ 33 W. GRAND AVENUE «+ CHICAGO 10, ILLINOIS 


A national organization to improve and extend the uses of portland cement and concrete through scientific research and engineering field work 


February, 1949 





For additional information, use postcard, pages 115-116 
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FLEXIBLE . . . Assign one or two 
Allis-Chalmers Diesel Tractors to a 
regular job or put a fleet on a 
big rush project. There is a size 
to handle any job with bulldozer, 
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, say 7 scraper, loader, other equipment. 
™ ACUI 
“ Yi {ht 
: 2 € 
— P 
Courtesy the Milwaukee Road 
Keep today’s fast passenger and essential They are easily transported from job to job by 
freight trains moving on schedule with construc- flat car, trailer or under their own power ... go 
tion and maintenance equipment that works into action faster, work more safely, operate at 
free of the tracks . . . doesn’t interfere with rail lower cost, and put in as much as 50 per cent 
traffic... speeds up roadbed maintenance. more working time than rail-bound equipment. 
Allis-Chalmers Diesel Tractors work with aux- Get the complete story from your Allis- 
iliary equipment to handle any grading or Chalmers dealer. We will be glad to put you 
maintenance job, close to or far from tracks. in touch with him. 
: 2-cycle Diesel Tractors e Motor Graders 
4 Models Power Units 
11,000 to 40,000 Ibs. TRACTOR DIVISION ¢ MILWAUKEE 1, U.S.A. Road Machinery 





Railway Engineering aw Maintenance For additional information, use postcard, tages 115-116 February, 1949 121 


“ON THE SPOT’ COMPRESSED AIR 


Mobile CP Crawler Compressor, propelling itself 
in either direction, keeps up with the job, dispensing 
with long air piping. 

It will travel between or across rails, or on track 
shoulder; climb grades to 40°); turn around on 
its own center; not tip over at a 45° angle; propel 
itself onto a flat car or handear. Available in sizes 
of 105 and 160 c.f.m. actual capacity. 

CP Flanged-Wheel Mounted Compressors, gaso- 
line-driven or Diesel-driven, are furnished in sizes 
of 105, 160, 210, 315 and 500 c.f.m. capacity. 


February, 1949 


For additional information, use postcard, pazes 115-116 


CP PATROL COMPRESSOR @@& 


Easily transported; front and rear retractable dollies 
facilitate tight-spot, single-rail handling ‘“‘on track;” 
give 4-point support “off track.” Air-cooled engine 
and compressor are designed for year-round 
operation. 

For nipping, small rises, and jobs where track is 
raised several inches, CP-3D Tie Tampers are ideal. 
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For mechanization of : 
maintenance-of-way | 
operations 


¢ 








§ 





4) The mechanization of mainte- 
4 nance-of-way and structures work 
is the fastest-moving development 

in railroading today. Keeping 

pace with this development, 
Chicago Pneumatic offers a wide 
variety of air compressors, and 
pneumatic and electric tools, to 
speed maintenance operations. 

Write for complete information. 


" REMOVES RUST RAPIDLY 


''} Rust, scale or paint is rapidly re- 
| moved from any metal surface with 

pneumatically operated CP Wire 
‘N Brush Machine. 
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GETS UNDER FROGS AND SWITCHES 





Compact engine design and slender lower end, permitting un- 
obstructed view of work, make CP-5 Gasoline Tie Tamper ideal 
for use in narrow places. 

Starts quickly by pressure on one of the grip handles. Balance 
is perfect, its weight being centered between grip handles. Air- 
cushioning of piston return stroke minimizes vibration. Efficient 
magneto ignition; no ‘batteries to replace. Standard two-cycle 
engine operates on gasoline-oil fuel mixture, providing automatic 
lubrication. 





MA SAVES HOURS OF NUT-RUNNING TIME 
There’s no quicker or easier way to 
run nuts, and to apply or remove 








bolts, studs, and lag screws, than See the CP Exhibit 
with a CP Reversible Impact Booths 98, 99 and 100 
Wrench. No twisting or kick-back, The National Railway 


and minimized vibration lessens 
operator fatigue. Models from 14” 
to 2” bolt size. 


Appliances Association 
March 14th to 17th 
Chicago Coliseum 


Cuicaco Pneumatic 


TOOL COMPANY 


General Offices: 8 East 44th Street, New York 17, N. Y 





AIR COMPRESSORS * PNEUMATIC TOOLS ¢ ELECTRIC TOOLS * ROCK DRILLS 
DIESEL ENGINES * HYDRAULIC TOOLS * VACUUM PUMPS * AVIATION ACCESSORIES 


For additional information, use postcard, pages 115-116 February, 1949 123 














Look for Successful Weed Control 






















SUCCESSFUL weed control requires experience and know-how .. . ; 


as well as the use of proven chemicals. 


YOU can benefit by — 


~) SINCE ion 
‘ | @ xt Our background of over 35 years of railroad weed killing 


experience. 


Our constant research and experimentation to determine 


effectiveness of new formulations. 





ee 


Our wide variety of weed killing chemicals for specific types 


of weeds and conditions. 


Our strategic plant locations throughout the country to : 


facilitate distribution at minimum cost. 





Our contract service covering application to roadbed and 


adjacent off-track locations. 













Why not write now for recommendations based on YOUR weed problems ? 


Early planning for your 1949 control program will insure chemical deliveries 






at the proper time, for the most economical and thorough weed killing job. 















5 
CHIPMAN CHEMICAL COMPANY, INC. ; 
Chicago, Ill. BOUND BROOK, N. J. Palo Alto, Calif. 
Portland, Ore. Houston, Tex. No. Kansas City, Mo. 








Manufacturers of 
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ATLACIDE © ATLAS “A” © CHLORAX ¢© CHIPMAN 2, 4-08 
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prepares bridge members for painting 






Leading railroads find that flame cleaning quickly pre- 
pares bridges, trestles and other metal surfaces for paint- 
ing—with savings up to one half the cost of hand scraping 
and chipping. Further, in addition to actual dollar sav- 
ings, they found that the flame cleaned surface produced 
a better finished paint job. 

Quickly, easily and safely applied, the Airco flame 
cleaning process provides a clean, warm and dry surface 
conducive to a lasting paint job. The oxyacetylene flame 
cockles old paint, loosens scale and drives off hidden 
moisture ... gives longer paint life to all kinds of steel 
structures. 

New steel structures, too, should be flame cleaned be- 
fore application of the prime coat of protection. This 
method loosens semi-tenacious mill scale and leaves no 
corrosion-starting dirt or hidden moisture. Future main. 
tenance costs are reduced to an absolute minimum. 

For further details write for folder ADG-1066B — 
“Flame Cleaning and Dehydrating Old Steel Structures’’, 
and folder ADG-1067A—‘“‘Flame Cleaning and Dehydrat- 
ing New Steel Structures”. Address: Dept. REM -7320, 
Air Reduction, General Offices: 60 East 42nd Street, 
New York 17, N. Y. In Texas: Magnolia Airco Gas Prod- 
ucts Company, Houston 1, Texas. Represented Inter- 
nationally by Airco Export Corporation. 


BEFORE — Close-up view shows conditions of 
paint-lift heavy rust and scale that were met. 


rm 
be 





AFTER — The finished job after flame clean- 
ing. A smooth, clean, dry surface ready for 
a lasting coat of paint. 


Costs come down 
ander the reince Plan 


aaco) AIR REDUCTION 
a Offices in All Principal Cities 
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With Supplement Bringing 
Information Up to July, 1948 


ROADWAY AND TRACK 


By Walter F. Rench 
Formerly Supervisor on the Pennsylvania Railroad; 
Author of Simplified Curve and Switch Work 


The third edition features the use of the latest mechanical equipment 
in connection with roadway and track maintenance. Older methods em- 
ployed where full mechanical equipment is not available are also explained. 
While most of the methods described are those which are standard on 
the Pennsylvania, A.R.E.A. recommended practices and those in use on 


other well maintained roads have also been included. 


Outstanding types of mechanical equipment used in track work are 
described and illustrated with action photographs. Engineering drawings 
show working details. The economies resulting from the adoption of 


modern methods are clearly outlined. Useful tables have been added to 





make the book suitable for reference use, as well as a practical handbook 


Third Ed. 350 pages, 10! photo- 
argh 2 sing ciensnays "2 bles. on modern methods. 


For Track Supervisors CONTENTS 


While written primarily to serve the needs of track Part I-ROADWAY: Essential Elements in Road- 
supervisors and other maintenance officers, the new edi- way Maintenance—The Right of Way—Drainage of 
tion contains material of considerable interest to trans- Roadbed and Track—Vegetation for Banks—Economics 


of Roadway Machines—Labor Saving Methods and De- 


knowledge of the fundamentals of maintenance of way views in Restuey Wock—Saull Teele ond ‘Theis Uses, 


Part II—TRACK: Essential Elements in Maintenance 
of Track—Program for Maintenance of Way and Struc- 
tures Work—The Track Obstruction—Power Machines 
and Equipment—Labor Saving Methods in Track Work 
—Track Materials and Their Uses—Practice in Rail Re- 
newals—Practice in Rail Repair and Inspection—Main- 
tenance of Main Tracks—Maintenance of Yards and 
Terminals. 


portation and mechanical officers who require a working 


practice. Section and extra-gang foremen, who wish to 
acquire a broader knowledge of their work and of meth- 
ods used elsewhere, will find the book helpful. 





-——Ten Days Free Examination Coupon——— 


| Simmons-Boardman Publishing Corporation 
| 30 Church Street, New York 7, N. Y. 


| 
| 
| 
| 
Please send me on Ten Days Free Examination a copy ; Part III—SPECIAL PROBLEMS AND DUTIES: 
of the Third Edition of ROADWAY AND TRACK | Maintenance Problems and Methods Used—Economics 

| 

| 

| 

| 

| 


~ fe sgl (gan eat <= mg ties of Track Labor—Special Duties in the Maintenance of 
| P vith ; Way Department. 


| back postpaid, without obligation. 

SUPPLEMENT: A 10-page Supplement describing 
| Name PD ene EC Re REN mR CNT ee TER ; «new A.R.E.A. recommendations and changes up to 
| } July 1, 1948, can be cut for insertion in proper place. 
OG ait acacia aecnuanlaaidaiaiaiandisheaaaebuaaen | 
| 


| 
RO ssc iacceoteccenniooniessateitestenriasinbiiciaia eens ee 
| 





Send For Your Copy Today 


Send in your order today. If it is not the track book 
you have been looking for you can mail it back. 
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American 


American 
CAPSTAN TYPE CAR PULLER 


American 
CONTINUOUS ROPE CAR PULLER 


Railway Engineering « Maintenance 


DRUM TYPE CAR PULLER 
Made in six sizes .. . from 4,000 Ib. 
to 30,000 Ib. starting line pull. 
Welded steel beds... jaw clutches 


for disengaging drums . . . outside 
contracting band brakes, foot oper- 
ated. 








Made in two sizes... 5,000 and 

10,000 Ib. starting line pull. Self 

contained in rigidly constructed i =| 
welded steel housing. Worm gear, j 
on tapered roller bearings, oper- 

ates in oil bath. 





Made in two sizes, individually en- 
gineered to fit the job. Quotations 
and plans gladly furnished on re- 
ceipt of information concerning the 
installation. 


For additional information, use postcard, pages 115-116 
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ELECTRIC 


CAR PULLERS 


x k * 


THREE MAJOR TYPES, AND 10 DIFFERENT 


SIZES, HANDLE ALMOST EVERY 
CAR-SPOTTING NEED IN INDUSTRY 


@Here’s the formula for Jow cost handling of 
freight cars: An AMERICAN Electric Car Puller 
... plus a one-man “train crew.” 

The three major types of AMERICAN Car Pullers 
shown here cover almost every need in industry. 
With any one of these powerful, rugged pullers 
on the job, you are largely independent of the 
switch engine. You move your cars at your con- 
venience. You pay nothing for “‘stand-by”’ time. 

All AMERICAN Car Pullers are ruggedly built, 
ingeniously simple, and amazingly trouble-proof. 
Modern design, machine cut gears . . . welded 
steel beds . . . are typical quality features found 
in all models. See your AMERICAN distributor, or 
write us direct, for helpful information. 


American Hoist 
and DERRICK COMPANY 


St. Paul 1, Minnesota 


Plant No. 2: So. Kearny, N.J. 


Sales Offices: NEW YORK * CHICAGO * PITTSBURGH 
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SIMMONS-BOARDMAN PUBLISHING CORPORATION 
105 West ADAMS ST. 


CuHicaco 3, ILL. 


Subject: Important Questions 





February 1, 1949 


Dear Readers: 


The forthcoming annual meeting of the American Railway Engineering 
Association in Chicago March 15-17, will be its Golden Jubilee Convention. 
Never before in the association's history has such an outstanding meeting 
been planned. Never before was there more promise of benefit and enjoyment 
for those who will attend. 


Concurrent with the A.R.E.A. meeting, and in keeping with its importance 
this year, the National Railway Appliances Association will hold an exhibit 
of materials, equipment and appliances—of specific interest to you men in 
the engineering and maintenance-of-way departments of the railways—which 
promises to be one of the largest, finest and most educational ever held. 


we of Railway Engineering and Maintenance are enthusiastic about both of 
these events, from the standpoint of both associations and what the events 
can mean to you. The reason for this enthusiasm is evident elsewhere in 
this issue, where we present a high-light preview of the special features of 
the convention program and a brief statement of the exhibit planned, 
together with a list of the companies that will be represented. Surely, 
even with this skeleton outline, you too will be impressed. 


Of course, we call your attention to these two important coming events 
to be sure that you are apprised of them and their special character and 
significance this year, but the primary purpose of this letter is to raise 
a few pertinent questions, to wit: What is your railroad going to get out 
of these events? To what extent are you men in the higher-officer bracket 
going to derive benefit? And what about your junior supervisory officers— 
your senior engineering and maintenance officers of the future? 


Obviously, but sometimes overlooked or disregarded, the extent to which 
your road will benefit from these events depends in large part upon what 
you—the readers of this publication—get out of them, and, equally obvious, 
the value you are to derive from them depends upon the extent to which you 
take advantage of their benefits. 


This places a heavy responsibility upon each of you—especially you 
higher officers who owe it to your respective roads to attend both the 
convention and exhibit, and to see that as many as possible of your junior 
officers have an equal opportunity, through attendance, to broaden their 
contacts and improve their knowledge. And you junior officers—to what 
extent have you made your interest in these events known? 


Truly, the A.R.E.A. has had a "past of achievement" these last 50 years, 
and, as its Golden Anniversary slogan sets forth, has a "future of oppor- 
tunity". But the fulfillment of its greatest opportunities in the years 
ahead, with largest benefit to the railways and to you engineering and 
maintenance officers, can be achieved only by the greatest possible partici- 
pation in its activities—of which its annual meetings are a vitally in- 
portant part. 


Sincerely, 


Nel Mf Mowat 


Editor 





| 


MEMBERS: AUDIT BUREAU OF CIRCULATIONS AND ASSOCIATED BUSINESS PAPERS, INC. 7] 





Work A Day 
Save A Day 





Equally effective for rail laying and for 
periodical tightening. 


Bolt tension is controlled by accurate micro 
cutout which can be sealed at the tension 
you require. 
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standard of motor car 


and work equipment wherever 








In the past 40 years many manufacturers have built railway motor cars 
—but only Fairmont has specialized during that entire period in the 
one job of making better motor cars for better railroading. Today more 
than half the railway motor cars in use are Fairmonts. We will be glad to 
give you specific examples of how Fairmont equipment can save time and 


ON THE JOB 
COUNTS money for you. . . Fairmont Railway Motors, Inc., Fairmont, Minnesota. 
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Statesmanship—The Blizzards—Scrap Drive 


Roadbed Grouting Returns High Profits - - - - - - - - - 135 


Describes a program of track stabilization on the Great Northern which 
resulted in substantial savings in maintenance costs 


Uncle Sam Building Up the Alaska Railroad - - - - - - - - 138 


A picture story describing the extensive roadway, track and bridge work 
involved in rehabilitating this 470-mi. government-owned line 


A System Program for Diesel Water Treatment - - - - - - - 140 


Describes the use on the Burlington of de-ionizing plants for the pro- 
duction of mineral-free water for steam generators 


Western Lines Hit by Worst Blizzards in History - - - - - - - 142 


Describes the conditions created by the January snow storms, which 
taxed railroad snow-fighting forces and equipment to the limit 


Plans Take Shape for March Convention and Exhibit - - - - - - 144 


Events will have special appeal due to unusual program commemorating 
fiftieth anniversary of A.R.E.A., and record display of N.R.AA. 


Maintaining Curves with a String—How to Stake the Revised Curve 146 


In the concluding installment of this series of articles, W. H. Lord pre 
sents instructions concerning the final steps in string lining 


Small Station Is Brought Up to Date - - - - - - - - - = 149 
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Out in Mahwah, N. J. Brake Shoe maintains one of the world's most modern and 
outstanding Research Laboratories. Within its walls are housed the latest of scien- 
tific testing equipment to simulate actual field conditions — manned by a per- 
sonnel of highly trained and experienced metalurgists, physicists and chemists. 
Year after year, day and night around the clock, a constant vigilance is main- 
tained in the testing of RACOR materials and devices. 





Thousands of dollars are spent annually in our fight against the forces of wear, 
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impact and strain to assure longer life to every RACOR product —so as to 
offer the railroad industry the best product for the job whether it be switch 
stands or special trackwork. 
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Statesmanship— 


Essential in Settling Present Wage Dispute 


The National Mediation Board, in its report to Congress on January 6, 
warned the railroads and labor that another nation-wide railroad strike 
may result in compulsory measures for dealing with such disputes, and 
called upon both sides to settle their differences under the provisions of the 
law as it now stands and thus prevent any tie-up in rail transportation. 


This warning came at a time when the railroads and 16 non-operating 
unions, including the Brotherhood of Maintenance of Way Employees, were 
engaged in renewed wage negotiations, based upon recommendations of a 
presidential emergency board for a further pay increase and a 40-hour week 
—with an affirmative strike ballot in the hands of the union negotiators, 
which they threatened to use unless they were granted something more 
than was recommended by the board. This situation still prevails as this 
issue goes to press. 


Many important considerations are involved in these negotiations, and 
neither side has publicly stated its final position. But the threat to strike— 
unless—is exceedingly unfortunate, and the thought of an actual strike, 
tying up the Nation’s railroads, is preposterous. There must be a way 
out—a settlement which will do justice to the employees, the carriers and 
the public. 


But if there is no such peaceful settlement, and a strike is called, what 
then? One thing seems quite certain, and that is, with the public and its 
representatives in government in no frame of mind to be crushed under a 
national railroad stoppage, the strike call will be nullified by government 
action. This could be done either by a federal court injunction, or by an 
Executive Order of the President of the United States, providing that the 
government take over the railroads, as was done during the war, and again 
on May 10, 1948—or, if necessary, by both, if the brotherhoods should per- 
sist in their strike call following government seizure. 


To visualize what might take place one need only recall what happened 
when the locomotive engineers, firemen, enginemen and switchmen refused 
to call off their strike set for May 11, 1948, after full recourse had been 
taken under the Railway Labor Act. The events in this case finally led to a 
permanent injunction against the work stoppage—while the roads were 
under government control—which the federal district court judge sitting 
in the case—T. Alan Goldsborough—indicated plainly he would have ap- 
plied, in the interest of the public, even if the petition for it had been made 
outside of federal control. 


Under any federal action which may become necessary in the present 
wage dispute, something will be gained, of course, by the public—at least 
temporarily—for the wheels of transportation will be kept rolling, but both 
the railways and their employees will have much to lose. This is true espe- 
cially if the action should bring compulsory measures and prohibitions in 
the field of railway-labor relations. It is this which the Mediation Board 
fears when it urges settlement of railway labor disputes under the non-com- 
pulsory provisions of the law as it now stands—and such might well be the 
fear of every clear-thinking employee. 


Unquestionably, the railroads, in spite of the heavy burden that would 
be imposed upon them by further wage increases and shorter hours—in the 
face of already pyramided expenses, shipper resistance to adequately-com- 
pensatory rates, and the increasing deflection of traffic to competitive trans- 
portation agencies—will make every concession that they feel is possible 
to a satisfactory solution of the present wage dispute—without jeopardiz- 
ing the industry. It may even be expected that the carriers will accept the 
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recommendations of the President’s emergency 
board, as they have accepted the recommendations 
of such boards in almost every earlier case. Those 
employees party to the present dispute should adopt 


the same attitude, weighing temporary gains 
against those factors which might weaken their in- 
dustry, and thus bring permanent disadvantages to 
all of them. 

The immediate and long-pull future of the Amer- 
ican railways, it can be said, is largely in the hands 
of railway employees. With a will to work and rea- 
sonableness in their demands, which will help keep 
the railroads in a sound competitive position, the 
future can be bright for the roads and for all of 
their employees. If any other attitude is adopted, the 
future will be anything but bright, with disaster 
for many who now look to the railroads for their 
livelihood and well being. Our prayer is for states- 
manship of a high order on both sides of the fence. 


THE BLIZZARDS— 
Proved Need of Adequate Preparation 


THERE ARE many railway maintenance men who 
know considerably more about dealing with severe snow 
and ice conditions now than they did six weeks ago. 
This sudden acquisition of knowledge has come about 
as a result of the record-breaking snow storms that 
descended on a large area of the middle-western and 
plains sections of the country in January. Provided this 
new knowledge is put to practical use, the railroads in 
the area involved will be better prepared for fighting 
snow in the future than they were at the beginning of 
the January storms. 

At the outset it must be said that the conditions en- 
countered were unusually severe, and even with the best 
of preparations, including adequate numbers of snow- 
fighting units of effective types, in good repair and 
properly located, the railroads would still have had 
great difficulty in keeping their lines open. On the other 
hand, it can be stated with equal truth that considerably 
less difficulty, including fewer and shorter delays to 
trains, would have been encountered in many instances 
if the roads had been better prepared and equipped for 
the job. 

One of the most important lessons that was learned 
is that it can be fatal to become lax in the matter of 
making preparations for dealing with severe snow 
storms; that it is more economical to be prepared to 
cope with the worst storms to be expected than it is to 
suffer the almost uncalculable expenses and_ losses 
caused by long delays to traffic. And it is a fact that at 
least some roads were caught “short” in the recent 
storms. Not only was effective snow-fighting equip- 
ment not always on hand in sufficient numbers at the 
right places, but frequently the machines available were 
found to be in disrepair, with the result that there was 
a frantic search for repair parts, particularly for rotary 
snow plows, some of which had not been used for a 
number of years. 

Another lesson learned is that by getting snow-fight- 
ing equipment—plows, spreaders and spreader-ditchers 
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-into operation at the earliest possible moment after 
the start of the storm and operating them at relatively 
frequent intervals over a given stretch of track, the 
situation can frequently be kept under control, avoiding 
the cost, danger and difficulty of attacking deep drifts 
later on. 

There is also greater appreciation of the need for 
making snow cuts as wide as possible in order to mini- 
mize the danger of their being plugged again by blow-in 
snow or further snowfalls. Consequently, after snow 
cuts had been opened by rotary or wedge plows it was 
often found desirable to widen them, and for this pur- 
pose spreader-ditchers were found highly effective. For 
this operation, if the sidewalls are no more than 7 or 8 
ft. high, the machine is operated through the cut in the 
same manner as when ditching. If the snow cut is much 
deeper the spreader is backed a short distance into the 
cut and the wings are opened and locked at a relatively 
small angle. Sometimes, if the surface of the snow is 
frozen hard, it is necessary to cut niches for the wings. 
The spreader-ditcher then moves out of the cut, and the 
snow that accumulates ahead of the wings is wasted 
on the fill. This process is repeated, with the machine 
moving progressively deeper into the cut. 

As the result of their unfortunate experiences during 
the January snows several roads are already taking 
steps to insure that they will be better equipped in the 
future to cope with similar conditions. Other roads, 
fortunate in being on the side lines in this instance, will 
do well to take stock of their own equipment and organ- 
ization to the end that they will not find themselves in 
the same predicament at some future time. 


SCRAP DRIVE— 


Railroads’ Help Needed Again 


THE RAILROADS consume many products made of 
steel, and they are particularly anxious at the moment 
to obtain greater supplies of new rail. Because of the 
increased need for steel on the part of the railroads and 
domestic industry generally, plus the demands of the 
foreign-aid programs and military requirements, the 
steel mills are endeavoring to enlarge their production 
capacity. While steel production reached a new peak of 
88,500,000 tons in 1948 it is expected that this will be 
exceeded by 3,500,000 tons in 1949. 

But there is a big “if” in these plans to get greater 
capacity, and that is the supply of heavy melting scrap, 
an important element in steel production. At present 
there is only a 60-day supply of such scrap and this is 
held inadequate, especially in the event of any emer 
gency. The Department of Commerce is asking industry 
to undertake a scrap-collection campaign with the ob- 
jective of salvaging a million extra tons of heavy scrap. 
Experience during the war years proved that the rail- 
roads are capable of greatly increasing the amount ol 
scrap they contribute for steel-making purposes. Theit 


cooperation is needed again—now! By doing their part 7 
they will not only be rendering a national service but © 


will be helping to insure that their own needs for steel 
will be satisfied. 
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Contronted with numerous stretches 
of unstable track, highly expensive to 
maintain, in parts of Minnesota, North 
Dakota and Montana, the Great 
Northern began in 1946 an extensive 
program of track stabilization by 
pressure grouting. Continuing the 
work in 1947 and 1948, the road to 
date has grouted 10.75 mi. of track 
with gratifying results. Presented in 
this article are statistics giving the 
cost of the work and the savings be- 
ing realized, along with details con- 
cerning the equipment and procedure. 
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A Fairmont outfit in operation, grouting a fill on the Great Northern in North Dakota 


Roadbed Grouting 


Returns Large Profits 


After the injection pipes are driven to a 
depth just above the clay level, as much 
grout is forced (below) into the road- 
bed as each injection point will take 





® Money spent for roadbed grout- 
ing on the Great Northern has 
proved to be a profitable invest- 
ment, according to figures com- 
piled by the road in connection with 
an extensive roadbed stabilization 
program carried out during the 
last three years in western Minne- 
North Dakota and eastern 
Montana. These figures, comparing 
the cost of grouting with the sav- 
ings In maintenance man-hours and 
the amount of gravel ballast used 
in resurfacing, are shown in Table 
1. The savings shown are based 
on accurate records covering De 
riods of one year before and one 
vear after grouting. 

The work in the vicinity of 
Wahpeton and Fargo consisted of 
grouting soft track on low (4-ft.) 
fills. The section west of Williston 
consisted of unstable fills averag- 
ing about 10 ft. in height. The 
work at these points was carried 
out in 1946 and 1947. From an ex- 
amination of the figures in the table 
it is apparent that, in eastern Mon- 
tana the savings in maintenance 
man-hours alone have already more 
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Table i—Savings Resulting From Grouting Operations 


Location 


Between Wahpeton, N.D., 
and Moorhead, Minn. 
3etween Fargo, N.D.., 
and Hillsboro, N.D. 

Between Williston, N.D., 
and Saco, Mont. 


than paid for the cost of grouting. 
At the other points the figures indi- 
cate that the savings will offset the 
cost of grouting in periods up to 
slightly less than three vears. 

In addition to the savings in 
man-hours and ballast, substantial 
improvements in operating condi- 
tions have been realized as a result 
of the stabilization work. In the 
territory between Wahpeton and 
Rustad, Minn., for example, it has 
been possible to eliminate slow or- 
ders of 30 to 35 m.p.h., which were 
required more than half the time, 
over numerous stretches of track. 
During the last vear in this terri- 
tory there has been a general in- 
crease in train speeds of 10 m.p.h., 
resulting partly from the grouting 
work and partly from general 
drainage improvements and hallast- 
ing operations. 

On the line from Fargo to Grand 
Forks, N.D., in the vicinity of Har- 
wood, slow orders of 25 to 40 m.p.h. 
that were in effect a large part of 
the year have been eliminated. As 
a result of the grouting in 1948 of 
815 ft. of unstable fill at Noves, 
Minn., a 10-m.p.h. speed restriction 
that had been in effect for many 
years was lifted, permitting trains 
to move over the section at 50 
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territory. In eastern Montana slow 
orders had only occasionally been 
required, but the need for them was 
eliminated at all the grouted loca- 
tions. 

Another favorable effect of the 
grouting work on the Great North- 
ern has been a reduction in the 
amount of shimming necessary dur- 
ing the winter. The road plans to 
investigate the possibilities of this 
phase further by grouting track 
which, while otherwise © stable, 
heaves badly during freezing 
weather. 

The entire grouting program on 
the Great Northern, including work 


done in 1948, for which mainte- 
nance savings data are not vet 


available, is summarized in Table 2. 
Used Fairmont Equipment 


When the Great Northern began 
its grouting program in 1946 it 
experimented with “home-made” 
equipment. This equipment did not 
preve to be satisfactory, and in 
1947 the road started using Fair- 
mont grouting outfits. During the 
1948 program seven such complete 
outfits were in service, divided 
among three grouting gangs, two 





each for two gangs and three for 
the third. 

A Fairmont grouting outfit con- 
sists essentially of a grout mixing 
unit and a number of accessories, 
including a dolly car for transport- 
ing the mixing unit; an inclined 
sand screen with hopper; a 94-gal. 
elevated tank with fittings and au- 
tomatic nozzle; grout injector pipes 
of various lengths, with grout hoses 
and fittings; air hoses; an injector 
puller; a hose-repair kit; and a 
number of small tools. The mixing 
unit is a pressure vessel in which 
the grout ingredients are agitated 
by mixing paddles driven through 
a V-belt drive and reduction gears 
by a four-cycle Wisconsin gasoline 
engine. The pressure vessel and 
engine are mounted integrally on 
two tubular skids with chain-at- 
tached handles for lifting the as- 
sembly. 

For each grouting outfit a port- 
able air compressor provides the 
necessary pressure to force the 
grout from the mixing chamber 
through the hose and injectors into 
the roadbed. The compressor also 
furnishes the air to operate a pneu- 
matic hammer used to drive the in- 
jectors into the roadbed. In operat- 
ing a grouting outfit the water, 
cement, asphalt emulsion and sand 
making up the grout (see Table 
2 for the various mixes used on 
the Great Northern) are poured 
through a funnel into the pressure 
vessel where the materials are agi- 
tated by the engine-driven paddles. 
The funnel is then removed, the 
cover of the pressure vessel closed, 
and, when the air pressure has 
built up sufficiently, the grout mix- 
ture is ejected through the hose by 
opening a valve. Agitation of the 
mixture takes place both during 


Table 2—Summary of Roadbed Grouting Work on the Great Northern 


Lavation 


Year 





Between Wahpeton, 

N.D. and Moor- 

head, Minn. 1947 19,701 
Between Fargo, and 1946 & 

Hillsboro, N.D. 1947 10,545 
Between Williston, 

N.D. and Saco, 1946 & 

Mont. i 1947 8.012 
Between Rustad, 

Minn. and 

Wahpeton, N.D. 1948 10,738 
Between Fargo and 

Argusville, N.D. 1948 879 
East of Noyes, Minn. 1948 815 
Between Williston, N. 

D. and Saco, Mont. 1948 6,087 


*These data are based on periods of one year 
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before 


Mixture 


Grout 


Character of track 
and type of instability 


of grouting 


2.05 3% 6 2 Soft track, 4-ft. fill $1 
26 3 3 J Soft track, 4-ft. fill 1 
cs &£ & 4 Splitting, 10-ft. fill 1 
$34 1 5 2 Soft track, 4-ft. fill 1 
15.68 1 5 1% Soft track, 3-ft. fill 4 
45.88 1 5 1% Sliding, 12-ft. fill 17 
5.84 1 5 1 Splitting, 10-ft. fill 3 
and one year after grouting. 


rk. ft 


Maintenance data* 
Cost 


Man-Hours 


Cu. 


yd. gravel 





12 $0.36 15,368 4,176 5,800 1) 
88 0.35 15,015 7,600 800 300 
73 0.44 11,930 728 1,570 0 
20 0.28 
79 0.31 
99 0.39 
05 0.55 
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One of the Great Northern grouting gangs at work, sta- 
bilizing a soft “gumbo” subgrade in the Red River valley 


the mixing period and the injection 
period, Usually, the complete cycle 
of mixing and injection is accom- 
plished in periods ranging from 
three to four minutes. 

The typical organization of each 
grouting gang having two outfits 
consists of a foreman and 17 men 
8 men for each grouting outfit and 
a truck driver. For each of the 
grouting outfits one man operates 
the mixing unit, one the air com- 
pressor, two men screen the sand, 
one man keeps the mixing unit 
charged with the grout ingredients, 
one man drives the injection points, 
one man pulls them out, and one 
man is stationed at the advance end 
of the hose to check on the grout 
flow and to couple and uncouple 
the hose from the injection points. 
On the jobs in Minnesota and North 
Dakota the men were transported 
to and from the work in busses. 
In Montana, however, road acces- 
sibility and the labor supply did 
not permit this and motor cars were 
used, 

The sand required for each sec- 
tion of track to be grouted is hauled 
by work train and unloaded into 
piles approximately 100 ft. apart 
on both sides of the track. The 
cement is hauled to the job in sacks 
by truck or motor car and is stacked 
in the immediate vicinity of the 
sand piles. The asphalt, in barrels, 
is also handled by truck or motor 
car. Water storage on the job is in 
metal stock-watering tanks, from 
which the water is pumped to the 
elevated tank at the mixing unit by 
a lightweight engine-driven centri- 
lugal pump (part of the Fairmont 
outfit), For much of the work in 
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Minnesota and North Dakota water 
was hauled to the job by a truck 
fitted with a tank body. For the 
work described at other locations 
the water was hauled on push cars 
or, In some instances, was pumped 
into the storage tanks from the 
tenders of passing locomotives. 

As will be noted from Table 2, 
except for two locations, one in 
eastern Montana, and the other 
near Noyes, Minn., the roadbed 
grouted consisted of low fills, 3 ft. 
to 4 ft. in height. These fills, lo- 
cated in the Red River valley in 
western Minnesota and eastern 
North Dakota, are composed of 
the natural clavey lake silts pecu- 
liar to the territory, scooped out 
of adjacent borrow pits during the 
original construction work. This 
material, having been deposited by 
glacial lakes, has a high plasticity, 
and when wet becomes dough-like 
in consistency. In those locations 
where water is retained in the fills, 
the clay flows laterally under heavy 
traffic, producing bulges on both 
sides of the fill. For many years 
these soft spots had been raised on 
gravel until the plastic soil beneath 
the track had been squeezed out to 
the level of the original ground in 
Prior to the decision 
to use the grouting method of sta- 
bilization, some of these soft sec- 
tions were stabilized by removing 
the entire fill with bulldozers and 
then rebuilding it with gravel. This 
method was effective but very ex- 
pensive. 

The clayey lake silt of the Red 
River vailey is often locally re- 
ferred to as “gumbo”. It is, how 
ever, a different formation than the 


some Cases. 





Showing the stock-watering tanks used for water storage, an air com- 
pressor and a bus used for hauling the men to and from the job site 


gumbo of western North Dakota 
and eastern Montana, which is a 
weathered bentonitic Fort Union 
shale. The latter material, in addi- 
tion to being highly plastic, in- 
creases in volume materially when 
wet. It is interesting to note that 
grouting has been very effective in 
stabilizing subgrades which con- 
tain either of these plastic mate- 
rials, 

In the grouting operations the 
injectors were driven in a staggered 
formation on each side of the track. 
One line of injectors was driven 
along the ends of the ties, with one 
injector at each fourth tie. The 
other line of injectors was driven 
along the ballast shoulder, each 
injector being located midway be- 
tween two of the inside injectors. 
All of the injectors were driven at 
an angle toward the center of the 
track to a depth that placed their 
discharge ends at a level just above 
the clay level. 

With a mixing unit located on 
each side of the track adjacent to 
the sand piles, the grout hoses were 
coupled to the injectors, one at a 
time, in succession, until the hose 
limit (50 ft.) was reached. The 
mixing units were then moved on 
the dolly car to the next sand piles 
and the procedure was continued. 
The grouting accomplished on the 
low fills amounted to about 1,000 
ft. of track per six-day week, work- 
ing eight hours daily. 

Roadbed stabilization work on 
the Great Northern is carried out 
under the general direction of H. J. 
Seyton, chief engineer, assisted by 
R. R. Manion, engineer mainte- 
nance of way. 
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One of more than 50 locations between McKinley Park and Healy (10 mi.) where the 
track is laid on permanently frozen ground which slides in planes down to the 
Nenana river. Here, the track at the right was the main line and was originally lo- 
cated in the same place as the new track at the left, which was built to replace it 


Left—A new five-span steel 
structure built to replace an 
old high timber viaduct. The 
new crossing consists of an 
85-ft. center span, two 13-ft. 
tower spans, and two 70- 
ft. approach spans, all on con- 
crete piers and abutments 
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Uncle Sam 


®* The Alaska — United — States 
owned and operated railroad—will 
start this spring the third year’s 
work of an extensive five-vear re- 
habilitation program. The first two 
vears of the roadway phases of this 
program have already witnessed the 
relaying of nearly 200 nn. of rail, 
heavy tie renewals, extensive bank 
and cut widening, heavy curve and 
grade reduction, large-scale rebal- 
lasting and surfacing, and the re- 
building of several bridges. 

The road is now inviting contract- 
ors’ proposals on its 1949 roadway 
and track improvement program, 
which will include the relaying of ap- 
proximately 101.5 mi. of rail, and 
six sections of line change, bank 
widening and ballasting work. Con- 
tracts for the rail relay program will 
include the replacing of 70-Ib. rail 
with 115-Ib. rail; the renewal of ex- 
isting No. 9, 7O0-lb. turnouts with 
No. 11, 115-Ib. turnouts; the renew- 
al and respacing of ties; and the 
final raising of the track. 

The line improvement and bank- 
widening work to be undertaken in 
1949 will comprise essentially the 
widening of the subgrade from 16 
it. to 20 ft.: the elimination of sags: 
raising, surfacing and lining the 
track; standardization of curvature 
by the introduction of the A.R.ELA. 
spiral; the raising of bridges to con- 
form to the new grade line: the ex- 
tension of some culverts: and_ the 
construction of other culverts. 


. 9-99 


After bank-widening, preliminary raising of track to ballast stakes, and 
renewal of rail, the track is given a final raise of about 4 in. on new bal- 
last. Here, fina: surfacing is being done with Jackson electric tampers 


RAILWAY ENGINEERING and MAINTENANCE 








ES SE eee ones 


NE OS ERNRSe ID: Sore. oe 








| Building Up the Alaska Railroad 


' 


' 


\ll of the work of rehabilitation 
\ is being carried out under the gener- 
al direction of Col. a r. Johnson, 
general manager of the road, and 
under the immediate supervision of 
R. A. Sharood, chief engineer. We 
are indebted for the accompanying 
photographs to Mr. Sharood, and to 
W. W. Hay, assistant professor of 
railway civil engineering, Univer- 
sity of Illinois, who was the road's 
project engineer on it’s bank-widen- 
ing program last summer. 
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A tractor bulldozer, experimently 
equipped with a special blade for remov- 
: ing excess ballast from between the rails 

and for rough dressing of the shoulders 











igi iy 
tal 
i A bridge and building crew replacing a fir crib with a crib of treated piles in or- 
; der to give the roadbed additional width along the steep canyon wall at this point 
t 
: 
~~ 
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A section crew of native Indian women, with a white man fore- works only 8 hours, as the endurance of the women is not as 
man, working on the Alaska. While a normal working day on great as that of men. However, it is reported that this crew 
the track during the summer is either 9 or 10 hours, this crew performs about as much work as does the average crew of men 
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A System Program for Diesel Water 
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Map of the Chicago, Burlington & Quincy 
showing locations of de-ionizing plants 


¢ The system-wide use of mineral- 
free water produced by the de-ioniz- 
ing process is proving to be the solu- 
tion of the water supply problem for 
steam generators on Diesel locomo- 
tives on the Chicago, Burlington & 
Quincy. The road initiated a pro- 
gram to install de-ionizing equipment 
on thé Dieselized lines of the system 
in 1945 with the construction of four 
units. Since that time 10 more in- 
stallations have been added, complet- 
ing the program for those lines over 
which Diesel locomotives are oper- 
ated at the present time. Since the 
use of de-ionized water on a system- 
wide basis has been in effect only 
about a year, definite statistics con- 
cerning the over-all results are not 
vet available. Failures of Diesel loco- 
motive steam generators while in 
service, however, have been practi- 
cally eliminated and maintenance 
costs of the units have been substan- 
tially reduced as a result of using 
de-ionized water. 

For the first Diesel locomotives 
placed in service the Burlington used 
existing water supplies without spe- 
cial treatment. Because of the min- 
eral content of this water, mainte- 
nance of the Diesels’ steam 
generators were high and frequent 
failures were experienced. Phere 
fore, the practice was started of 
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costs 
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using condensate from stationary 
boilers wherever possible. The vol- 
ume of condensate available. how- 
ever, was limited, and to furnish 
condensate for the increasing num- 
ber of Diesels in service, it would 
have been necessary to install boilers 
that had no other purpose except to 
distill water. The cost of distilling 
water (four to five cents per gallon ) 
was prohibitive, and the road, having 
decided from various studies to use, 
in Diesel steam generators, water 
equivalent to single-distilled water, 
investigated the possibilities of vari- 
ous water treatments that would pro- 
duce such water at low cost. The 
treatment decided upon was the de- 
ionization process. This process pro- 
duces water equivalent to single- 
distilled water (except for the very 
small amount of silica that is pres- 
ent) at a cost of approximately one 
cent per 1,000 gal. per grain of dis- 
solved minerals removed. 


De-Ionizing Process Explained 


The de-ionizing process is based 
on the fact that most solids dissolved 
in water are in the form of positively 
and negatively-charged ious, which 
can be extracted from solution by 
contact with certain synthetic resins. 
The  positively-charged ions are 
called cations and those negatively 
charged are known as anions. 

A typical de-ionizing system is 


composed of three major units—a 
cation exchanger, an anion exchang- 
er-adsorber, and a decarbonator. 
The water to be treated passes 
through each of these units in suc- 
cession. The cation exchanger is a 
rubber-lined tank containing a syn- 
thetic resin which extracts from the 
water metallic cations held in solu- 
tion, giving up in exchange posi- 
tively-charged hydrogen ions. These 
ions combine with the anions dis- 
solved in the water to form acids. 
The acid-bearing water then passes 
into the anion exchanger-adsorber, 
also a rubber-lined tank, where a dif- 
ferent kind of synthetic resin ex- 
tracts from solution the acids (ex- 
cept carbonic acid) released from 
the cation exchanger. The water, 
now containing only carbonic acid 
(plus any silica originally present). 
enters the decarbonator. In_ this 
tank, as the water percolates down- 
ward through a filtering medium, 
the carbonic acid breaks down into 
carbon dioxide and water, and the 
released carbon dioxide. scrubbed 
from the water by an up-flowing cur- 
rent of air, is vented with the air 
at the top of the decarbonator. 
The water flowing from the de- 
carbonator contains oxygen and 
residual traces of free carbon dioxide 
and may, therefore, have corrosive 
tendencies. ‘These tendencies are 
neutralized by a finishing treatment 
designed to adjust the pH factor to 


RAILWAY ENGINEERING and MAINTENANCE 

















p 
p 





ae abet eel anand 


ae a eee 


reatment 





As a result of studies of the Diesel 
water problem on the Chicago, Bur- 
lington & Quincy, based on the road's 
previous experiences with untreated 
water and boiler condensate, a pro- 
gram was set up to install de-ionizing 
equipment on all lines of the road on 
which Diesel locomotives are oper- 
ated. With 14 such plants now in 
service the program has been com- 
pleted for present Diesel operation 
and promising results are being ob- 
tained in reducing maintenance costs. 


any desired value, to eliminate harm- 
ful dissolved gases, and to provide 
any special reagents required. 

The exchange of ions between the 
resins and the water is a reversible 
chemical reaction and when the 
resins become exhausted (i.e. have 
reached their capacity for exchang- 
ing ions ), they can be regenerated by 
the use of commercial chemicals to 
restore their normal de-ionizing eff- 
ciency. 


Locating the Plants 


The Burlington has installed the 
de-ionizing equipment at points se- 
lected on the basis of operating con- 
siderations only, and the condition of 
the raw waters at these locations was 
not a factor in their selection. To 
keep the amount of water to be de- 
livered to individual locomotives at 
the minimum and to eliminate the 
need of auxiliary tanks, the points 
of water treatment and supply were 
located about 150 to 160 mi. apart 
on the Dieselized lines. 

The de-ionizing systems were 
“tailor made” to fit the conditions at 
each location. Factors determining 
the size of individual plants included 
the volume of treated water required, 
ranging from 10,000 to 50,000 gal. 
daily, and the amount of dissolved 
solids to be removed from the water. 
Also influencing the design were the 
sizes and pressures of supply water 
lines, the characteristics of power 
supplies and the housing or floor 
space available. 

Over the Burlington system the 
nature of raw water supplies varies 
greatly, the water in the western 
states generally having the highest 
mineral content. As an example of 
a type of water for which a de-ioniz- 
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ing system was designed, and the re- 
sults obtained by de-ionization, a 
complete analysis, in grains per gal- 
lon, of the supplies at Lincoln, Neb.. 
is shown in the accompanying tabu- 
lation. : 

An important feature of a de- 
ionizing system is the relatively small 
space required for its installation. 
Advantage was taken of this feature 


Analysis of Water at Lincoln, Neb. 
Before and After Treatment 
(Grains per U. S. gallon) 

De-Tonized 
Raw (Before pl! 
(City wells) adjustment) 


Silica 1.40 1.40 
Iron & aluminum 

oxides 0.26 0.02 
Calcium carbonate = 6.98 0.06 
Calcium sulphate 3.06 = 
Magnesium 

carbonate 2.57 0.01 
Sodium sulphate 3.85 0.11 
Sodium chloride 1.50 Trace 
Sodium nitrate Trace Trace 
Sodium carbonate — 0.13 


Total hardness 12.2 less than 0.10 


Total alkalinity 10.0 less than 0.20 
Total dissolved 
solids 19.84 1.80 
5 


pH 78 5. 
on the Burlington by utilizing exist- 
ing buildings for housing the sys- 
tems wherever possible. The unit lo- 
cated at Chicago, for example, is 
housed in the basement of a service 
building ; the facilities at Galesburg, 
Il., and Lincoln are located in the 
basements of the passenger stations ; 
the plant at Denver, Colo., occupies 
space in the powerhouse ; and at each 
of two other points a stall in an 
existing roundhouse is utilized. At 
the other eight points, however, it 


was necessary to construct new | 


buildings or additions to existing 
buildings. 





The de-ionizing plant at 
Denver, Colo., shown here, is 
located in the power house 


Storage tanks have been installed 
at the location of each de-ionizing 
plant, which have sufficient capacity 
to carry through periods when the 
plant is closed down for regenera- 
tion. For the most part these are 12,- 
000-gal. tanks from retired tank cars. 
The storage tanks are located out- 
side the buildings which house the 
de-ionizing systems and are sup- 
ported on concrete saddle founda- 
tions. They are protected against 
freezing weather, where necessary, 
by insulation and steam coils. The 
pipe lines from the storage tanks 
terminate in pits at the points where 
Diesel locomotives are watered. To 
the outlet in each pit is attached a 
length of 2%-in. fire hose, by means 
of which the water is delivered to the 
Diesel-locomotives. 

The de-ionizing systems on the 
Burlington were constructed under 
the general direction of H. R. 
Clarke, chief engineer, and under the 
direct supervision of A. H. Simon, 
engineer of buildings, assisted by W. 
1). Gibson, engineer of water service. 
The tanks, piping, pumps and aunil- 
lary equipment, from the inlet to the 
outlet of each system, were fur- 
nished by the manufacturer and were 
installed by Burlington forces. All 
necessary ion-exchange resins used 
in each system were also furnished 
by the manufacturer. The manu- 
facturer also makes periodic inspec- 
tions of these plants and does such 
servicing as is required. Regenera- 
tion of the plants is handled by regu- 
lar employees of the Burlington who 
take the necessary time from their 
regular employment periodically to 
do this work. 
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Above—A rotary plow making its way 
through a deep cut filled to the brim 
with snow. Right—Bucking into a 
snow-filled cut with a wedge plow 


© Mother Nature went berserk in 
January, hitting a large area in the 
plains and Rocky Mountain. states 
with successive blizzards that were 
continuing to pile up snow even as 
this issue was going to press. The 
first of these, occurring on January 
2, has been characterized by some 
veteran railroad snow fighters as the 
worst ever suffered. Whipped by 
winds of as much as 70 m.p.h., the 
snow was piled on railroad lines in 
drifts ranging up to 35 ft. in depth. 
More than this, one railroad man 
said there has “never been anything 
like it” from the standpoint of snow 
compactness, duration of the storm, 
and the territory affected. 
Railroads hardest hit were the 
Chicago, Burlington & Quincy, the 
Chicago & Northwestern and the 
Union Pacific. Others atfected to 
varving degrees included the Colo- 
rado & Southern, the Denver & Rio 
(Grande Western, the Chicago, Mil- 
waukee, St. Paul & Pacific, and the 
Chicago, Rock Island & Pacific. The 





The photographs reproduced on these 
two pages were furnished through the 
courtesy of the Chicago, Burlington & 
Quincy. They were taken on the St. 
Francis branch of the road in southern 
Nebraska and northwestern Kansas. 





Western Lines 


Railroads in a large area of the plains 
and Rocky Mountain states are still 
struggling with snow and ice conditions 
created by recurring blizzards that 
started with a storm on January 2. All 
available snow-fighting equipment was 
thrown into the work of clearing tracks 
of snow drifts that were so hard-packed 
that, in at least one instance, dynamite 
had to be used to break up the surface 
crust. This article gives a thumbnail 
sketch of the extent and severity of the 
storm conditions and their effect on 
the railroads, and the pictures give 
an idea of some of the snow conditions 
which taxed railroad snow - fighting 
forces and equipment to the limit. 
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Burlington's main line between Chi- 
cago and Denver, Colo., was out of 
service for some 36 hr. due to drifts 
up to 20 ft. in depth. Drifts up to 35 
it. deep on the line between Alliance, 
Neb., and Billings, Mont., tied up 
that line for more than a week. The 
Black Hills line in South Dakota 
was cleared on January 13, but was 
almost immediately plugged by an- 
other storm. Likewise, the line be- 
tween Alliance and Brush, Colo., 
had to be cleared twice. At times the 
jurlington Lines was using five 
rotary plows and a number of wedge 
plows. Some branch lines of this 
road are still snowbound. 
Eastbound transcontinental trains 


moving on the Union Pacifle had to 
be held at Chevenne, Wyo., follow- 
ing the storm of January 2. and did 
not begin to move again until Janu- 
ary 6 when a detour route was set 
up. The westhound “City of San 
Francisco” was forced to stop at 
Kimball, Neb.. where snow and high 
winds were so bad that passengers 
had to be led hand-in-hand by train- 
men to a hotel. 

The heavy snowfalls, the high 
winds, and the recurring nature of 
the storms caused railroad snow- 
fighting forces and equipment to be 
taxed to the limit. Rotary plows, 
wedge plows, spreaders, and crawler- 
mounted equipment (mainly bull- 
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Hit by Worst Blizzards in History 


dozers), were the principal weapons 
used in opening snowbound lines. 

Typical of the conditions encoun- 
tered were those on the Colorado & 
Southern between Ft. Collins, Colo., 
and Chevenne. Drifts which were 
said to be almost as solid as concrete 
topped the rotary plows by five feet, 
and formed arches over the plows 
as they bored in. Dynamite was used 
to dislodge the top crust of the 
drifts. 


Many Difficulties Encountered 


Many difficulties and hardships 
were encountered in keeping lines 
open. Part of the trouble was due 
to the fact that in places consider- 
able dust was mixed with the snow, 
making it heavier and more difficult 
tohandle. Another problem was pre- 
sented in narrow snow cuts where 
the side walls acquired a coating of 
ice due to alternate melting and 
freezing of the snow. To avoid dif- 
ficulties and damage to equipment 
due to the narrow clearances and the 
hardened nature of the side walls, it 
Was sometimes found necessary to 
widen these cuts, a process that 
proved difficult and expensive. The 
building up of ice between the rails 
also had to be contended with, which 
was done by operating snow plows 





and spreaders equipped with ice-cut- Above—This cut has been opened and now the problem will be to keep it from closing 
ting teeth. again. Below—This rotary plow has a relatively easy task; some drifts were 35 ft. deep 
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Plans Take Shape for March Convention 


® The activities that will take place 
at Chicago during the 
March 14. will 


week of 
be something for 
engineering and maintenance offi- 
look forward to with 
keen anticipation. The keynote of 
the proceedings will be the fiftieth 
anniversary of the American Rail- 
way Engineering Association, which 
event will dominate the program of 
the association’s convention to be 
held at the Palmer House on March 
15-17. A concurrent affair will be 
an exhibit of the National Rail- 
way Appliances Association at the 
Coliseum, which, stimulated by the 
increased interest and attendance 
anticipated at the .\.R.IE.A. meet- 
ing. is expected to hit a new record 
in size and scope. 

The program of the A.R.E.A. 
convention will deviate widely from 
usual practice, the purpose being to 
introduce special features commemo- 
rating the Association's Golden An- 
niversary. Through the holding of 
separate, concurrent sessions on 
Tuesday and Wednesday afternoons 
for receiving committee reports, ad- 
ditional time will be obtained for 
the presentation of special features. 


cefs 0 


Speakers at Opening Session 


Speakers at the opening session 
on Tuesday morning, in addition to 
C. H. Mottier, president, A.R.ELA., 
will include Max Ruppert. presi- 
dent, N.R.A.A.: J. H. Aydelott, 
vice-president, Association of Amer- 
ican Railroads: Ralph Budd, presi- 
dent, Burlington Lines; and H. T. 
Heald, president, Illinois Institute 
of Technology. 

During the Wednesday morning 
session there will be addresses on 
“The Effect of Diesel Operation on 
Fixed Property of American Rail- 
roads,” by J. B. Akers, chief engi- 
neer, Southern Railway System: on 
“The Investigation of the Relation 
Between Track and Equipment,” by 
J. R. Jackson, mechanical engineer, 
Mechanical division, .\.A.R.: and on 
“The Future of Soil Mechanics in 
Railroading.” by Dr. R. B. Peck. 
research professor of soil mechanics, 
University of Illinois. Following 
these there will be a panel discus- 
sion on the subject. “How Can the 
Railroad Construction and Mainte 
nance Engineer Best Meet Increas- 
ing Costs of Labor and Material ? 
144 February, 1949 


Events at Chicago will have special appeal 
due to unusual program commemorating the 
fiftieth anniversary of the A.R.E.A., and a 
record exhibit of the N.R.A.A. at the Coliseum 


Participating in this discussion will 


he FF. R. Layng, consulting engi- 
neer, Bessemer & Lake Erie; S. R. 


Hursh, assistant chief engineer 
maintenance, Pennsylvania: and ‘1 
A. Blair, chief engineer system, 
Atchison, Topeka & Santa Fe. 

Qn Thursday morning, G. M. 
Magee, research engineer, A.A.R., 
will discuss “The Future of Re- 
search on American Railroads” ; 
and E. M. Hastings. chief engi- 
neer, Richmond, Fredericksburg & 
Potomac, will address the group on 
“The Future Opportunities of the 
A.R.E.A. 

The addresses to be presented in 
conjunction with committee reports 
will include one on ““Roadbed Solidi- 
fication,” by Rockwell Smith, road- 
way engineer, A.A.R.: one on “The 
Future of Timber Supply.” by C. D. 
Turley, engineer of ties and treat- 
ment, Illinois Central: one on “The 
Future of Structural Engineering in 
Relation to Railroad Bridges,” by 
Shortridge Hardesty, consulting en- 
gineer:; one on “What We Know 
About Impact.” by A. B. Chapman, 
assistant chief engineer, Chicago, 
Milwaukee, St. Paul & Pacific: one 
on “The Repair of Concrete Ma- 
sonry.”” by A. N. Laird, chief engi- 
neer, Grand Trunk Western: one on 
“Recent Developments in Preserva- 
tion Treatment,” by Dr. Hermann 
von Schrenk, consulting timber en- 
gineer; one on “Recent Develop- 
ments in Water Treatment.” by 
R. CC. Bardwell, superintendent 
water supply. Chesapeake & Ohio: 
and one by W. J. Hedley, assistant 
chief engineer, Wabash, on “Grade 
Crossing Protection.” 

Two evening sessions will be held. 
The principal feature of the Tues- 
day evening session will be an ad- 
dress on “The Achievements of the 
A.R.E.LA..” by H. R. Clarke, chief 
engineer, Burlington Lines. The 
Golden Anniversary banquet will be 
held on Wednesday evening, and 
will be addressed by W. T. Fariey, 
president, Association of American 
Railroads. 


One of the most unusual features 
of the week's events will be an 
extensive pictorial exhibit in_ the 
foyer of the Palmer House, depict- 
ing the progress of railway  engi- 
neering during the last half century. 
This exhibit will consist of approxi- 
mately 600 photographs and charts 
mounted in groups on panels 4 ft. 
square, which will be placed on 
easels and lighted for convenient in- 
spection. The exhibit is being pre- 
pared jointly by the A.R.E.A. and 
the N.R.A.A., and is being financed 
by the latter association. 
part the photographs to be in- 
cluded in the display are being 
furnished by A.R.E.A. committees, 
by supply companies, and from 
the files of Railway Engineering & 
Maintenance. 

At the time of going to press a 
total of 107 companies had arranged 
to occupy a total of 229 booths in 
the N.R.A.A. exhibit. These figures 
are already larger by far than for 
any previous exhibit of recent vears, 
with indications that additional com- 
panies will sign up before the ex- 
hibit opens. Plans for the exhibit 
are being directed by Mr. Ruppert. 
P. & M. Company, as president of 
the N.R.A.A.; R. B. Fisher, Buda 
Company, as secretary of the asso- 
ciation, and Lewis Thomas, Q & C 
Company, as assistant secretary and 
director of exhibits. Space is still 
available, and additional companies 
desiring to take part in the exhibit 
should apply to Mr. Thomas, 59 
EK. Van Buren street, Chicago. A 
list of the companies that have al- 
ready arranged for space at the ex- 
hibit follows: 


In large 


Exhibitors 
Achuff Railway 
Louis, Mo. 
Air Reduction Sales Company, New York. 
\llied Chemical & Dye Corp., General 

Chemical Division, New York. 


Supply Company, St. 


American Brake Shoe Company, Ramapo 
Ajax Division, Chicago. 
American Fork & Hoe Co., Chicago. 
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and Exhibit 


Seen here with one of the finished 
panels for the photographic ex- 
hibit are (left to right) J. de N. 
Macomb, chairman, Historical 
Committee, A.R.E.A.; C. H. Mot- 
tier, president, A.R.E.A.; Max K. 
Ruppert, president, N.R.A.A.; and 
George E. Johnson, representing 
Mr. Ruppert on the Historical 
Committee. 


American Hoist & Derrick Co., St. Paul, 
Minn. 

Armco Drainage & Metal Products, Inc., 
Middletown, Ohio. 

Austin- Western Company, Aurora, II. 

Barco Manufacturing Company, Chicago. 

Bernuth, Lembcke Company, New York. 

Binks Manufacturing Company, Chicago. 


Bird & Son, Inc., East Walpole, Mass. 
Buda Company, Harvey, III. 
3utler Manufacturing Company, Kansas 


City, Mo. 

Caterpillar Tractor Company, Peoria, II]. 
Chain Belt Company of Milwaukee, Mil- 
waukee, Wis. 
Chicago Pneumatic 

cago. 
Chipman Chemical Company, Chicago. 
Crerar, Adams & Co., Chicago. 
Cullen-Friestedt Company, Chicago. 
Dearborn Chemical Company, Chicago. 
Henry Disston & Sons, Inc., Philadelphia, 
Pa. 
Duff-Norton Manufacturing 
Pittsburgh, Pa. 

Eaton Manufacturing Company, 
Division, Massillon, Ohio. 
Electric Tamper & Equipment Co., Lud- 
ington, Mich. 
Encyclopaedia 
Fabreeka 
Mass. 

Fairbanks, Morse & Co., Chicago. 

Fairmont Railway Motors, Inc., Fairmont, 
Minn. 

Frog, Switch & Mfg. Co., Carlisle, Pa. 

G. & H. Rail Controls, Inc., Kansas City, 
Mo. 

Gravely Ia-Nois, Inc., Davenport, Iowa. 

Griswold Signal Company, Minneapolis, 
Minn. 

Harco Corporation, Cleveland, Ohio 

Harnischfeger Corporation, Milwaukee, 
Wis. 

Hayes Track Appliance Company, 
mond, Ind. 

Hilliard Corporation, Elmira, N.Y. 

Hobart Brothers Company, Troy, Ohio 

Homelite Corporation, Port Chester, N.Y. 

Hubbard & Co., Pittsburgh, Pa. 

Hyman-Michaels Company, Chicago. 

Independent Pneumatic Tool Company, 
Chicago. 

Industrial Brownhoist Corporation, Chi- 
cago. 

Ingersoll-Rand Company, New York. 

International Harvester Company, Chi- 
cago. 


Tool Company, Chi- 


Company, 


Reliance 


Chicago. 
Boston, 


3ritannica, Inc., 
Products Company, 


Rich- 
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Johns-Manville Sales Corporation, New 


York. 

O. F. Jordan Company, East Chicago, Ind. 

Joyce-Cridland Company, Dayton, Ohio. 

Kalamazoo Manufacturing Company, Kal- 
amazoo, Mich. 

Kay-Cee Manufacturing Company, Chi- 
cago. 

Kershaw Company, Montgomery, Ala. 

Koehring Company, Milwaukee, Wis. 

Koppers Company, Pittsburgh, Pa. 

Lehon Company, Chicago. 

LeRoy Company, Chicago. 

Locomotive Finished Material Company, 
Atchison, Kan. 

Lufkin Rule Company, Saginaw, Mich. 

Maintenance Equipment Company, Chi- 
cago. 

Mall Tool Company, Chicago. 

Master Builders Company, 
Ohio. 

Matisa Equipment Corporation, Chicago. 

Mid-West Forging & Manufacturing Co., 
Chicago. 

Minnesota Mining & Mfg. Co., St. Paul, 
Minn. 

Modern Railroads Publishing Company, 
Chicago. 

Morrison Railway 
Buffalo, N.Y. 

Murdock Manufacturing & Supply Co., 
Cincinnati, Ohio. 

National Aluminate Corporation, Chicago. 


Cleveland, 


Supply Corporation, 


National Lock Washer Company, New- 
ark, N.J. 
Nelson Stud Welding Division, Morton 


Gregory Corporation, Lorain, Ohio. 
Nichols Engineering Company, Chicago. 
Nordberg Manufacturing Company, Mil- 

waukee, Wis. 
Northwestern 

Claire, Wis. 
Oliver Iron & Steel Corp., 
D. W. 

Minn. 
Oxweld Railroad Service Company, Unit 

of Union Carbide & Carbon Corp., 

Chicago. 

P. & M. Co., Chicago. 
Pettibone Mulliken Corporation, Chicago. 


Motor 


Company, Eau 


Pittsburgh, Pa. 
Onan & Sons, Inc., Minneapolis, 


O @ €. Ce., 





Division, Pullman- 
Manufacturing Com- 


Power — Ballaster 
Standard Car 
pany, Chicago. 

Pyle National Company, Chicago. 

New York. 

Racine Tool & Machine Co., Racine, Wis. 

Rail Joint Company, Inc., New York. 


Rails Company, New Haven, Conn. 

Railroad Accessories Corporation, New 
York. 

Railroad Products Company, Cincinnati, 
Ohio. 

Railway Engineering and Maintenance, 
Chicago. 


Railway Equipment & Publication Co., 
New York. 

Railway Maintenance Corporation, Pitts- 
burgh, Pa. 

Railway Purchases and Stores, Chicago. 

Railway Track-work Company, Philadel- 
phia, Pa. 

Reade Manufacturing Company, 
City, N.J. 

Ric-Wil Company, Cleveland, Ohio. 

Rust-Oleum Corporation, Evanston, III. 

Skarnes Engineering & Supply Co., Min- 
neapolis, Minn. 

Sperry Products, Inc., Danbury, Conn. 

Taylor-Colquitt Company, Spartanburg, 
S.C. 

Teleweld, Inc., 


J ersey 


Chicago. 

Templeton, Kenly & Co., Chicago. 

Timber Engineering Company, Washing- 
ton, D.C. 


Unit Crane & Shovel Corp., Milwaukee, 
Wis. 

United Laboratories, Inc., Cleveland, 
Ohio. 


Warsop Power Tools, Philadelphia, Pa. 
Western Railroad Supply Company, Chi- 
cago. 


White Manufacturing Company, Elkhart. 
Ind. 
Wisconsin Motor Corporation, Milwau- 


kee, Wis. 
Woodings-Verona Tool Works, Chicago. 


Woolery Machine Company, Minneapolis, 
Minn. 
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Cunves With a String— 


By W. H. LORD 


How to Stake 


Part VI of a Series 





Setting a tack in a 
stake with a speci- 
ally designed gage, 
with a level bubble 
and a sliding pin 
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The following throws will correct the alinement between 
Poles 143/16 and 143/27 on the north track: 








Stetion Throw West Throw East Station Throw West Throw East 
E-0 2 = = — ae te" = 
3 1/4" - 23 5" - 
4 1 1/4" - 24 4 1/2" - 
5 3. 1/2" - 25 3 3/4" - 
6 4 1/2" - 26 4 1/2" - 
7 4 1/2" - 27 2 3/4" - 
8 4" - 28 - -1/4" 
9 1" - 29 - o 
10 - 2 1/4" 30 - 3/4" 
1l - 4" Si - 2 3/4" 
12 - 7 3/6" 32 - i 
13 10 1/2" 33 - 1 12 
14 73" 34 - Lise 
15 - 13” 35 - 5" 
16 - 8 1/2" 36 1. 140 
17 - 7? if 37 1/4" 
18 - 5 3/4" 38 3/4" - 
19 - 2 3/4" 39 1/4" - 
E-O 194 Reverse voint E-0 40 - 
20 1/4" 


21 2 1/4" 


Note thet the reverse voint is now helf way between Stetions 
19 and 20. The north spirel will be 255 ft. long or 1/2 in. in 
254 ft. The north curve will be 62 dez. with 5 in. elevation. 
The spirals on each side of the reverse will be 225 ft. long or 
4 in, in 224 ft. The south curve will be 6 dez. with 5 in. ele- 
a eg The south spiral will be 295 ft. long or 1/2 in. in 


Markers and tacks herewith; you can obtain stakes from stock. 
Please advise me when the track has been lined to these stakes. 


Yours truly, 


Division Engineer 








Where the calculations have been made by the engineering department, a letter of 
instructions, like the above, giving the throw at each station in inches and quarters, 


will make it possible for the supervisor or foreman to reline the curve readily 
1949 
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Assistant Division Engineer 
Nashville, Chattanooga & St. Louis 
Chattanooga, Tenn. 


THE half-throws in the final column 
of the computations represent. the 
number of units (eighths of inches, 
usually ) in one-half the throw neces- 
sary at each station. Obviously the 
full throw is the same number of 
units twice as large (quarter inches) 
and, if a measuring rule has been 
prepared as described heretofore,* 
these throw figures will represent the 
number of such divisions on the rule 
that the tacks are to be placed off 
center of the existing track—if posi- 
tive, toward the high, or outer, rail, 
and in the opposite direction if a 
minus throw is indicated. If the 
stakes are to be set by trackmen or 
supervisors, it is necessary to change 
the figures to inches and quarters, by 
dividing the figures shown in the 
half-throw column by four, ie., a 
half-throw of 18 will be changed to 
read 4% in. A list of the throws, 
with positive and negative values in 
separate columns, for the various 
stations, should also be furnished to 
the man in the field who is to set 
the stakes. 

When the curve correction calcu- 
lations are made by a representative 
of the division engineer's office, a 
simple letter of instructions (as 
shown in one of the accompanying 
illustrations), giving the throws, in 
or out, for each station, in inches and 
quarters, enables the supervisor or 
foreman to reline the curve with a 
few simple measurements. 


Setting the Stakes 


There are two methods in use for 
setting the stakes. One of these 1s 
by setting them on the revised center 
line of the track, and the other is by 
setting them at some fixed distance 
from the proposed location of the 
high rail, either inside or outside ot 
it, using the gage side of the head 
of the rail or the base of the rail for 


*See Part I, September, 1948, issue, page 918. 
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measurements. In the latter method 
the stake is set usually at such a 
distance that when the part of the 
rail used is lined to 12 in. from the 
tack, the rail, and with it the center 
of the track, will be in the revised 
curve. Either method can be used, 
but as trackmen usually prefer to 
bring the scribed center mark on the 
track gage over the tack, probably 
9) per cent of the stakes are set in 
the revised center line. Therefore, 
this method will be the one described 
here. 

It is not always necessary to use 
stakes at all. On some roads in mul- 
tiple-track territory, measurements 
from adjacent tracks at every station 
are recorded at the time the ordin- 
ates are measured. These measure- 
ments are added to or reduced by the 
amount of the throws and the cor- 
rected figures are used to line the 
track instead of stakes. Just how 
these measurements are recorded 
and used to aline the track to the 
corrected curve varies on different 
railroads. The method used on at 
least one road is to record the track- 
to-track measurements on the ties of 
an adjacent track, directly opposite 
each string-line station, by scribing a 
mark with a simple device known as 
a “scratch board” (see accompany- 
ing sketch), and then setting a tack 
in or out from this mark as indicated 
by the half-throw column. The 
scratch board is then used subse- 
quently when the track is lined to 
its new location. 


Setting the Tacks 


If the string-lining tool is used to 
set the tacks (and it should be used 
on all curves where the speed is 
high), the instructions for using it 
should be followed by competent 
men, and the hole for the tack in the 
head of the stake should be made 
with this tool. For slower speeds, 
the measuring rule, heretofore de- 
scribed, is used by the writer, using 
the markings which begin one-half 
gage from the end. 


A tack is first set lightly in the 


edge of the tie nearest the station 


where the ordinate was measured, 


measuring out horizontally from the 
bottom of the curve-worn portion of 
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the Revised Curve 


the head of the rail and plumbing 
down to the tie. The stake is driven 
in the space next to the tack, in line 
with it so that the tack will be driven 
in the head when it is measured from 
the rail. 

One of the men measures care- 
fully with a short stick from the web 
of the rail to the tack in the tie, then, 
holding this measurement with his 
thumb nail, he sets a tack in the top 
of the stake and checks again with 
the tack in the tie. When he is sure 
that the tack in the stake is correct, 
he drives it in and then pulls out the 
tack in the tie. The use of a rule in 
setting the stake tack, instead of a 
short stick, is not recommended, as 
the user will try to remember the 
measurement, instead of holding his 
thumb nail on it, and will make 
errors which, while almost impos- 
sible to catch, will affect the line soon 
after traffic starts. In rock ballast 
it is best to open up a hole for the 
stake with an iron pin, but in gravel 
or cinders the stake can be driven 
without any aid. 


Work Should Be Checked 


In the meantime, the man setting 
the tacks in the ties, who can work 
much faster than the stakes can be 
driven, may finish doing so and can 
go about other work, possibly meas- 
uring up the next curve ahead. How- 
ever, he should return and look over 
the work, checking from his list at 
any stake which may appear to be 


am 


In this, the concluding installment of 
this series of articles, the author pre- 
sents detailed instructions for the stak- 
ing out of the revised curve as calcu- 
lated by the string-lining method, with 
several suggestions for setting of the 
stakes and tacks, and for rechecking 
the stake positions to be sure that no 
change in the curve alinement has 
occurred since the original ordinates 
were measured. He also discusses cor- 
recting of the records, and ends with 
the admonition that the computer can 
well afford to spend several hours in 
studying the solution of difficult 
curves, trying time after time, if nec- 
essary, to make such slight alterations 
in his solution as will bring about the 
best possible results. 





out of line. In fact, it is good prac- 
tice to check every stake unless the 
men are very familiar with what they 
are doing and are known to be care- 
ful. 

If any stake appears to be out of 
line, yet the measurement from the 
rail is correct, it is quite likely that 
the track has moved at this point 
since the original ordinate was taken, 
and the tack should be checked with 
a string, two stations long, and the 
middle ordinate for the stake in 
question measured. This measure- 
ment should be the same as the re- 
vised ordinate for that station. If it 
is not, and the adjacent stakes check 
out closely, that stake should be set 
over to the correct measurement 
from the string, until all stakes are 
in a true line. It is a good plan for 
the trackman, or his supervisor, to 
check over the stakes again in this 
manner while the track work is in 
progress to be sure that no stake has 
been shifted and that all ordinates 


i 
a 





Setting the tack in a stake on the revised center line, plumbing down with a pencil 


February, 1949 147 








are uniform when the final lining has 
been completed. 

\s soon as the 
lined, the computer should be noti 
hed so that he can change, or have 
someone else change, the office rec 


track has been 


ords for the curve. He should re- 


port the location; track (if in mul- 
tiple-track territory): the distance 
from mile post or valuation station 


If other lengths of stations, or units 
of measurement other than eighths 
of inches, are to be used, tables for 
cach should be prepared. 

For keeping the office records of 
the curves, the writer prefers using 
a card system, one card for each 
curve on each track, filed in con- 
secutive order by mile posts or valua- 
tion stations, as other track records 











Sketch of a scratch board used to record track-to-track measurements on the ties of 
an adjacent track by scribing a mark on a tie opposite each string-line station. The 
tack is then set in the tie, in or out from this mark, as indicated by the half-throws 


marker to the beginning of the 
spiral ; the length of the spirals; and 
the length, elevation of the outer 
rail, and the degree of the circular 
curve. All of this, except the degree 
of curve, is in his recorded notes. To 
find the degree of curve, if stations 
of other than 31 ft. in length were 
used in the measurements and com- 
putations, it is necessary to provide 
a table for each unit of middle ordin- 
ate and for each length of stations 
used. 

Three such tables, based on ¢-in. 
ordinate measurements, and on 
39-ft., 37-ft.. and 33-ft. stations, re- 
spectively, were presented in Part 
IIT of this series of articles, in the 
November, 1948 issue, page 1157. 


Computing Degree of Curve 


The construction of such a table 
is very simple. Twice the radius of 
the outer rail is equal (very closely ) 
to the square of the station length 
divided by the ordinate (in decimal 
fraction of a foot, of course). In 
other words, the radius of the outer 
rail is equal to the quotient of the 
square of the station length divided 
by twice the ordinate, in feet. The 
radius of the center line will be one- 
half gage less than the above, and 
this correction is necessary for 
curves over four degrees. The near- 
est degree of curve is taken from 
a table of radii. 

The sum of all the units, omitting 
the spirals. of course, divided by the 
number of ordinates, gives the aver- 
age value of ordinate, which should 
be used to determine the degree of 
curve from the tables. For example, 
an average of 52.2 units would in- 
dicate a 4-deg. 7-min. curve if 39-ft. 
stations were used; a 4-deg. 35-min. 
curve if 37-ft. stations ; and a 5-deg. 
45-min. curve if 33-ft. stations were 
used. For 31-ft. stations, an aver- 
age ordinate of 52.2 units equals 
6.525 in., or a 6-deg. 31.5-min. curve. 
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are kept. In multiple track territory, 
the data for curves in each track will 
he different usually because of dif- 
ferent speed or direction of grade 
which will call for varying lengths 
of spirals and different elevations of 
curve. Also, on sharp curves over 
which streamlined trains operate. 
the centers between tracks have to be 
made wider, which is generally ac- 
complished by using different de- 
grees of curve for each track. These 
are the reasons for a card for each 
track. 

To check the central angle of a 
curve, as shown by previous records, 
with the notes taken on the ground, 
the total sum of all ordinates, includ- 
ing the spirals, multiplied by 19.1, 
is divided by the product of the 
chord length multiplied by the num- 
her of units per inch used (as 8 or 
lo). The quotient will be equal to 
the central angle in degrees closely 
enough to detect any serious errors. 
It will not agree exactly because the 
ordinates were taken to the nearest 
unit, but the more carefully the or- 
dinates were measured, the more 
closely it will agree. A discrepancy 
of as much as one per cent would 
indicate One or more serious errors 
in reading the original ordinates, and 
they should be rechecked in the field. 


General Remarks 


The re-centering of an existing 
curve with a transit often causes it 
to be compounded slightly to avoid 
too much throw or to clear obstruc- 
tions which may have been erected 
without first correcting the aline- 
ment. String-lining, however, being 
an averaging method, tends to make 
uniform as many of the ordinates as 
possible, and to reproduce as nearly 
as practicable the original alinement 
of the curve. Each time the curve is 
relined by the string-lining method 
the sharper portions of the curve 
are slightly flattened and the lighter 


portions sharpened, within the limi- 
tations of throws and obstacles, to 
approach uniformity. 

The writer recalls one curve which 
was staked by transit and made a 
four-centered compound curve rang- 
ing from 3 deg. 12 min. to 5 deg, 
10min. It is in the northbound track 
and reverses into curves of about 
the same degree at each end. It has 
been stringlined three times in the 
last seven years, each time improy- 
ing the alinement slightly without 
exceeding the 12-in. permissible 
throw. Any throw in excess of 12 
in. would have encroached on the 
clearance from the southbound track 
or on the clearance from a high stone 
retaining wall along several hundred 
feet on the east side. This curve is 
now within a two-foot throw of be- 
ing a perfect single 4-deg. 6-min. 
curve with proper spirals. It can be 
made a perfect curve, but the south- 
bound track must be moved before 
this can be done. It was probably a 
+-deg. curve, reversing on a point at 
each end, without spirals. when it 
was built in the 1850's. It is still a 
four-centered curve, but the degree 
only varies from 4+ deg. 2 min. to 
+ deg. 20 min. In time this will he- 
come nearly perfect and uniform. 


Seek Best Possible Results 


The computer can well afford to 
spend several hours in studying such 
curves, trying time after time to 
make such slight alterations to his 
solution as will bring about the best 
possible results. It is obvious that 
the best results could never be ob- 
tained by the use of a transit in 
rough terrain where intersection of 
the tangents is not possible and the 
moving of fixed obstacles is imprac- 
ticable or too expensive. 

every effort must be made to ob- 
tain spirals of suitable length, to 
make the body of the curve as uni- 
form as may be possible, and to keep 
the degree of curve at a minimum. 
while keeping the throws inside the 
maximum limit—to clear all fixed 
obstructions and to pass over the 
centers of bridges and through all 
other fixed locations. 

No curve should be staked until 
the computer is satisfied that he has 
obtained the best possible solution 
and that it meets the above require- 
ments at every station. Needless to 
state, this requires patience and per- 
severance, as each curve is a problem 
by itself and can be solved only by 
repeated trial and correction. The 
work, however, is very fascinating, 
and the computer has a feeling ot 
real satisfaction with the solution of 
each problem. 
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A major operation changed the Pennsylvania’s gloomy, 56-year-old station at Salem into the attractive structure shown here 


This article describes the recent mod- 
ernization of the Pennsylvania's pas- 
senger station at Salem, Ohio, which 
now offers a most attractive appear- 
ance compared with the dark and un- 
sightly look it presented in the past. 
The improved appearance was obtained 
by cleaning the stone exterior, recast- 
ing the roof lines, and, on the interior, 
by incorporating modern finishing ma- 
terials and fluorescent lighting. Also, 
the article tells how the road con- 
solidated all of its freight activities 
at Salem in the passenger station. 


a 
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Small Station Is 


Brought Up to Date 


Patrons of the remodeled Salem passenger 
station are pleased with the cheerful 
appearance of its modernized interior 





® As the result of a complete mod- 
ernization project, in which the 
structure was enlarged to accommo- 
date all freighthouse activities, the 
Pennsylvania has _ converted its 
gloomy 56-year-old passenger sta- 
tion at Salem, Ohio, into a neat and 
attractive structure that has been 
widely acclaimed by the townspeople. 
The exterior of the station, which is 
of stone, was cleaned and roof over- 
hangs were cut back to give it a trim 
fresh appearance, while the interior 
was brightened through the use of 
modern floor, wall and ceiling mate- 
rials replacing the dark wood and 
paint finish of its earlier days. Illu- 
mination of the interior was im- 
proved through the effective use of 
fluorescent lighting instead of the 
ornate, but ineffective, chandeliers of 
the original construction. 

The modernization work was also 
carried into the office areas of the 
building, not only providing more 
cheerful working conditions for em- 
plovees, but also providing pleasant 
and up-to-date surroundings for the 
road’s freight customers who call 
there to transact business. The entire 
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Floor plan of the remodeled and enlarged structure 


project was carried out by company 
forces. 

The station : Salem. —a 
structure, 31 ft. by 91 ft. 
was completed in 1892. Following 
closely the style of that era, it was 
characterized by a high gabled roof 
which overhung the ends and rear 
of the building by six feet. The 
overhang on the south, or track, side 
of the structure was much wider—19 
it—and almost covered the entire 
width of the platform between the 
station and the westward track. At 
each end of the building this plat- 
form overhang was joined by um- 
brella-type shelter, 20 ft. wide and 


27 it. long. The combined length of 
platform 


stone 
plan 


shelter along the westward 
was I45 ft. 

\s originally built, the interior of 
the station was arranged to provide 


a general waiting room, 29 ft. by 46 
it.. near the center of the building, 
with a women’s waiting room, 16 ft 
by 18 ft.. in the northeast corner. 
Directly south of the women’s wait- 
ing room and east of the main wait- 
ing room was the ticket office. while 


the women’s toilet room occupied the 
southeast corner of the building. 

\t the west end of the main wait- 
ing room was the men’s toilet room 
and a telegraph office. The remainder 


of the west end of the building, 14 ft. 
by 29 ft., was used as a baggage 
room, 


Earlier Remodeling 


This arrangement remained in ef- 


fect for a number of years, during 
which all freight-station activities 


were carried on in a separate build- 
ing about 350 ft. west of the passen- 
ver station. However, a number of 
vears ago, when it became apparent 
that the waiting-room area in the 
passenger station could be reduced 
in size without interfering with the 
comfort. of patrons, it was decided 
to remodel the interior of the build- 
ing to provide warehouse and office 
150 
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space for the Railway Express 
Agency, formerly located in a sep- 
arate building, and for the freight 
office. 

In these earlier changes, which 
were largely confined to the station 
interior, the waiting room was re- 
duced size to 27 by 29 ft. by 
erecting a wall to form a new east 
end of the room. The entire area 
east of this wall, 20 ft. by 36 ft., was 


then divided into smaller rooms and 
turned over to the Express Agency, 


except for an area 8 ft. by 11 ft. 
which became the women’s toilet 
room. 


The ticket office was relocated into 
the former telegraph office, while the 
haggage room at the west end of the 
soar ag was divided into ** rooms, 
1 approximately 14 ft. by 14 ft., 
one of which, on the north side of the 
building, became the freight office, 
while the room the south, or 
track, side remained as the baggage 
room, 

The earlier remodeling had little 
effect on the appearance of the sta- 
tion interior, which, by today’s 
standards, however, was dark and 
unattractive with dark wood floors, 
paneled wainscoting and dark wood 
ceilings above butt colored plaster 
walls. Lighting was by means of 
ornate chandeliers, which were later 
replaced by shaded droplights. The 
exterior was unchanged in this ear- 
lier work and the roof overhangs, 
particularly that on the track side, 
continued to give a somewhat top- 
heavy appearance to the structure. 

In recent vears, the freighthouse, 
which was built in 1862, began to 
require an increasing amount of at- 
tention to keep it serviceable. Rec- 
ognizing that its economical service 
life had passed. the Pennsylvania de- 
cided to retire this building and to 
consolidate all freighthouse opera 
tions in the passenger station. 

The principal exterior change was 
the construction of a 40-ft. extension 
at the west end of the station to ac- 


eacl 


on 


commodate the freight warehouse. 
Other exterior work included the 
removal of the roof overhang on the 
ends and rear of the building, the 
cutting-back of the wide overhang 
on the track side from 19 ft. to 6 ft., 
and the removal of a gable on the 
east end. A butterfly-type platform 
shelter, 9 ft. wide and 175 ft. long, 
was built in front of the station, be- 
tween it and the westward track. 
The building extension is con- 
structed of tile, faced with a four- 
inch stone veneer, and is supported 
on a concrete foundation. Its inte- 
rior is arranged in three rooms: a 


warehouse 28 ft. by 29 ft. across the 
west end, a lock-up room for valu- 
ables, 10 ft. by 19 ft.. and a small 
haggage room, 10 ft. by 10 ft.—the 
latter two rooms being located on 
the east side, adjacent to the older 
part of the building. The floor of 


the baggage room is at the same 
level as that of the older section of 
the building but that of the ware- 
house and lock-up room is 3 ft. 6 in. 
higher and is laid on a fill of granu- 
lated slag. 


Stone for the exterior of the ex- 
tension was quarried locally and 
matches closely that used in_ the 


earlier construction. The roof of the 
new section is shingled to match that 
of the older structure. Overhead- 
type doors are provided in the north 
wall of the warehouse and in the 
south wall of the baggage room. 

A timber platform, "12 ft. wide, on 
concrete footings, extends along the 
north side of the extension and con- 
tinues west, bevond the limits of the 
building, for a distance of 204 ft. 
This is covered throughout its length 
by an umbrella-type shelter. The 
house track is located directly south 
of the platform and is stubbed at the 
west end of the building. This phase 
of the work involved shifting 440 ft. 
of existing track and the construc- 
tion of 155 ft. of new track. 


The general arrangement of the 


older part of the station was un- 
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changed. However, both toilet rooms 
were enlarged, and the walls sep- 
arating the ticket office, the old 
freight office and the old baggage 
room were removed to convert this 
entire area into a large open office 
in which all clerical work is now per- 
formed. 


New Interior Finishes 


The most striking change has been 
in the decoration of the waiting 
room, toilet rooms and the consoli- 
dated office. The old wood flooring 
was removed and was replaced by 
asphalt tile flooring over a plywood 
sub-floor the tile being laid in a 
checkerboard pattern with nine-inch 
squares of mottled grey and black. 

The walls of these rooms are fin- 
ished in three colors of enamel-like, 
scratch - resistant wallboard. The 
color scheme is dark blue to a height 
of four feet above the floor, with a 
cream color above—these areas be- 
ing separated by a narrow strip of 
black. The joints between adjoining 
panels are covered with strips of 
stainless-steel molding. 

The old wood ceilings in these 
rooms were removed and were re- 
placed by suspended acoustical ceil- 
ing, hung on wires from the rafters. 
The ceilings were lowered 3 ft. below 
the original ceiling level to a new 
height of 13 ft. above the floor. 


Ticket Window 


\ new wide ticket window is lo- 
cated in the west wall of the waiting 
room, replacing a former narrow 
erill-work window. The window is 
a single pane of plate glass, with two 
openings just above the deal plate 
for the exchange of money and 
tickets. Two speaker holes, five 
inches in diameter, are also provided 
in the glass to facilitate conversation 
hetween patrons and the ticket agent. 
The word “Tickets”. in raised wood 
letters six inches high, appears di- 
rectly above the window. 

\s already mentioned, the toilet 
rooms were enlarged as part of the 
modernization. In the case of the 
women’s room, this increased area 
provided sufficient room for a pow- 
der room, suitably furnished with 
vanity, and a comfortable sofa, while 
in the men’s room it was used for 
additional fixtures. The decoration 
of these rooms follows the color 
scheme of the waiting room. Com- 
pletely new fixtures were installed in 
both rooms. 

Other features which add to the 
appearance of the waiting room in 
clude flush-type doors leading to the 
toilet rooms, with the words “Men” 
and “Women” in raised block letters 
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mounted on the proper doors. An- 
other attractive feature is the train 
bulletin board, which is mounted on 
a stand just inside the door leading 
to the track platform. This involves 
the customary blackboard, with train 
numbers and symbols neatly painted 
thereon, the board being framed in 
a heavy oak frame with a clear fin- 
ish. The frame serves also to con- 
ceal fluorescent lights which illumi- 
nate the board. The words “Train 
Schedule” appear in cut-out letters 
above the frame. New wood benches 
were constructed for the waiting 
room. These are of a more comforta- 
ble design than those they replace 
and are stained light oak. 


Glass Blocks Used Extensively 


Glass blocks were used extensively 
in both the old and the new sections 
of the station. In the old section 
these blocks are arranged in panels 
above each of the windows and 
doors. They are also used to frame 
a new doorway in the north wall of 
the station leading into the office. 


In the new section, glass blocks were 
used to form small windows with 
sections of pivoted sash for ventilating 
purposes. 

The office is finished in the same 
manner as the waiting room. It is 
fitted with numerous plywood cab- 
inets, stained light oak, for keeping 
records, tariff files, etc. Just inside 
the doorway to the office, is a long 
counter, at which those calling at the 
station with regard to freight mat- 
ters may transact their business. Be- 
neath the counter are cabinets for 
additional storage. 

Fluorescent lighting fixtures were 
installed in all of the public rooms 
of the station and in the office. These 
are of the flush type and are recessed 
into the ceiling. In the waiting room 
the fixtures are arranged in two con- 
tinuous rows, while in the office area 
they are spaced to concentrate light 
on the desks and at other locations 
where most needed. 

As the final step in the project, the 
stone exterior of the old building was 
thoroughly cleaned to give a fresh, 
new appearance. 








Aluminum for Box Gutters and Roofing 


SHOWN here is one of ten butterfly-type platform shelters at the Belmont Race 
Track station of the Long Island, each of which contains a built-in box-type 
longitudinal gutter, lined with embossed-aluminum built-up roofing, 0.004 in. 
thick, developed by Reynolds Metals Company, Louisville, Ky. 

The wood framework of the gutters was first covered with one layer of 30-Ib. 
asphalt-saturated felt, after which a starter strip, 18 in. wide was hot-mopped 
into the felt at the lower end of the gutters. Succeeding courses of the embossed 
aluminum, 36 in wide, were lapped 18 in. to give two-ply coverage. Each course 
was mopped in, the mopping being extended 4 in. to 6 in. beyond the edge of the 
sheet. This method of installation eliminated the need for soldered cross seams 


or expansion joints. 


A total of 2,200 lin. ft. of guttering was installed at this location, after which 
the roof surfaces of the shelters were covered with Reynolds corrugated aluminum 
in sheets 8 ft. long, 35 in. wide and 0.032 in. thick. 
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Off-Track Machines on the Job 








Stepping Up Ballast Output 
THE Bangor & Aroostook recently re- 
placed a 2'/2-yd. railroad-type steam 
shovel with a new 2-yd. Lorain-820 
shovel which is shown here loading 
gravel ballast. The railroad reports 
that the use of the new shovel has re- 
sulted in a substantial saving in labor 
at the gravel pit. Furthermore, because 
of its maneuverability, the shovel is re- 
ported to have eliminated the need of 
wasting considerable material by train 
when pockets are encountered in the 
ballast pits. The machine is said to have 
handled a daily average of 2,400 cu. 
yd. of material, working against a 20-ft. 
to 60-ft. bank. 





Cutting a Shoulder Down 


A NEW use for Allis-Chalmers W-Speed Patrol graders has 
been found on the Missouri Pacific. Five miles south of New 
Braunfels, Tex., these machines were used to level sun-hardened 
mud heaves along the shoulder of the roadbed in order to sim- 


152 February, 1949 


Bo SAA 


Hardly a day passes without some 
new evidence of the many applica. 
tions of off-track material-handling 
and earth-moving equipment in the 
maintenance-of-way field. During the 
last several weeks an unusual number 
of photographs depicting the use of 
such equipment has come fo our at- 
tention. From these we have selected 
the three appearing on this page. 
These emphasize the many types and 
uses of off-track units.—Editor. 





Materials Handling 

IN THE view at the left is shown a 
Caterpillar Dé tractor with Hystaway 
attachment, handling switch timbers in 
a yard on the Waterloo, Cedar Falls & 
Northern. This machine is also used for 
loading telephone poles, and for many 
other similar tasks. 





plity the work of changing out crossties. In the same operation 
the forward end of the blade was used to cut the ballast from 
the ends of the ties. It is reported that the mud heaves 
were reduced in five or six passes of the machines. 


RAILWAY ENGINEERING and MAINTENANCE 











LL RE UE. RR TT: TRI 

















LL OL ELLEN LLL. LLL LS LL: TT IT 





WHATS THE ANSWER? 


An open forum for maintenance men on track, 
bridge, building and water service problems 


ZINVINZINZE 





Checking Riding Quality of Track 


In checking the riding quality of his track, should the 
supervisor or roadmaster ride the rear end of conven- 
tional equipment, the fastest streamliners, or both? To 
what extent should he ride locomotives—steam and Diesel? 


Explain. 


Compare Rides on Each 


By MALCOLM E. CONDON 
Track Supervisor, Erie, North Newark, 


To be able to ride over his terri- 
tory on equipment and at speeds ade- 
quate to locate poor-riding track 
correctly is a definite asset and ma- 
terially assists a supervisor in de- 
tecting such conditions at their incep- 
tion and in permitting prompt cor- 
rective action. 

Unfortunately not all equipment, 
even of the same type and _ series, 
rides the same. Some passenger 
coaches will ride quite smoothly over 
track which seemed rough on others. 
This also applies to gas-electric pow- 
er units, on which a ride on the 
motor end will be fairly good, but 
from the opposite end will indicate 
the rough spots readily. Pullman 
equipment, for the most part, rides 
well, and any bad spots felt are al- 
most without exception very bad 
and need to be corrected immedi- 
ately. Cabooses vary considerably in 
their riding qualities, and, coupled 
with slack action, line spots, ete., will 
give many false indications. 

Diesel locomotives ride so smooth- 
ly by reason of the rigid frames, ex- 
cellent spring action, and equalized 
weight distribution, that it 1s difficult 
to detect any except very bad line 
or surface spots. On the other hand, 
steam locomotives, with very few ex- 
ceptions, ride so 1 orly that only the 
seasoned locomotive engineer can 
interpret the lurches, bumps, ete.. 
due to track conditions, with any de- 
gree of accuracy. 

Relative speeds of the trains used 
during the inspection periods are 
very important, as a variation of as 
little as 10 m.p.h. may give an entire- 
ly different effect. This is particu- 
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larly true where successions of low 
joints cause side sway, as the com- 
bination of speed, distance between 
truck centers, spring action and rail 
joint spacing may be such as to cause 
an excessive amount of side sway, 
or, with a variation in speed, tend to 
equalize each other and cause the 
equipment to ride quite smoothly. 

In summary, the various types of 
equipment, both freight and passen- 
ger, the different classes of trains, 
and the varying operating speeds, all 
produce different riding effects and 
require proper interpretation to dif- 
ferentiate between serious conditions 


necessitating immediate correction, 
and conditions of lesser importance 
which can be programmed for correc- 
tion. Frequent checking of all ques- 
tionable spots under varying condi- 
tions of speed on different trains will 
soon indicate the true aspect at each 
location. This phase of track inspec- 
tion is particularly important during 
the winter when heaved-track condi- 
tions are prevalent. 


Ride The Fastest Trains 
By J. H. GIBBS 


Roadmaster, Missouri Pacific, Arkansas 
City, Kans. 


In my opinion a roadmaster or 
supervisor should ride the rear ends 
of the fastest trains on his territory 
when checking his track for riding 
conditions. He should have a place 





Answers to the following questions are solicited from readers. They 
should be addressed to the What's the Answer editor, Railway Engineer- 
ing and Maintenance, 105 W. Adams St., Chicago 3, and reach him at 
least 30 days in advance of the issue in which they are to appear. An 
honorarium will be given for each published answer on the basis of its 
substance and length. Answers will appear with or without the name 
and title of the author, as may be requested. The editor will also 
welcome any questions which you may wish to have discussed. 


To Be Answered 
In The April Issue 


1. What are the advantages of 
equipping track gangs with portable 
telephones? Are there disadvan- 
tages? How can such telephones be 
used most effectively? 

2. To what extent should exterior 
millwork, such as window frames and 
sash, be given preservative treatment 
before being used in the repair or 
construction of buildings? What types 
of treatment are best adapted? If 
used, where should this treatment be 
given? Explain. 

3. In ironing or doweling ties, when 
should the work be done, before, dur- 
ing, or after seasoning? What factors 
are involved? Explain. 

4. What species of wood, when 
treated, are effective for use as piles 
in dolphins and pile clusters protect- 


ing bridges, wharves, ferry slips, etc.? 
What characteristics are desirable 
for such piles? Explain. 


5. Should weed contro! on the 
right-of-way (outside of the track 
area) be handled by contract or by 
company forces? Why? To what ex- 
tent have new methods and equipment 
affected this situation? 


6. What problems are involved in 
satisfactorily disposing of the sludge 
from lime—soda ash water softeners, 
and the effluent from the regeneration 
of zeolite and demineralizing plants? 
How are these problems best solved? 
Explain. 


7. What types of low-level plat- 
forms are best suited for use at small 
passenger stations, from the stand- 
points of cost of installation, economy 
of maintenance and satisfactory serv- 
ice? Explain. 
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for when sit 
vets the sway from every low 


lo sit down if possible, 
ting he 


or out-of-line spot as well as the 
bumps at low joimts, road crossings, 


If he stands, 
r less with the 
train and he will not feel some spots 
that are quite noticeable when sitting 
down. Riding locomotives occasion 
ally is good practice and is helpful, 
but if on a high-speed railroad one 
feels a rough spot as he 


switches or bridge ends. 
his body sways more ¢ 


Passes over 
it, he is not in a position to give his 
foreman an 

telegraph-pole 


accurate mile-post or 
location, or to. say 
whether it was something usual 
unusual. Line, surface, and gage are 
the secrets of a smooth-riding, high- 
speed railroad, and most men do not 
coordinate the details of them all 
when riding locomotives, slow trains 
or motor Personally, I think 
every roadmaster or supervisor 
should ride the rear ends of the fast- 
est trains on his territory 1f he wants 
to maintain good track as well as a 
eood appearance of it. 


cars. 


Ride All Classes of Equipment 
sy L. C. BLANCHARD 


Roadmaster, Chicago, Milwaukee, St. 
Paul & Pacific, Mitchell, S. D. 


Roadmasters should ride all class- 
es of equipment, including sleepers, 
day coaches, baggage cars, cabooses, 
and both steam and Diesel locomo- 
tives. We sell transportation, and to 
hold patrons we must give them a 
comfortable ride in both sleeping 
cars and day coaches. The way to 
test the riding quality of these cars 
is to ride them. Also, by riding the 
rear ‘of these cars, bad line and gage 
can be detected and S]x itted for cor- 
rection. 

Baggage and express cars are fre- 
quently bad riders. They cause dam 
age to the lading and fatigue to the 
employees. Roadmasters can assist 
in picking out these cars, and 
through constructive criticism be of 
service in having their riding quality 
iunproved. 

Because of its short wheelbase, a 
at the rear of a fast freight 
train is an ideal spot from which to 
check the track as well as to observe 
the riding of the cars. One can pick 
out the chuck holes and out-of-level 
spots that give the tip-off to danger- 
ous places in need of prompt correc- 
tion. 

Roadmasters should ride all class- 
es of power. Generally, locomotives 
are more detrimental to the track 
than other classes of equipment and, 
too, each unit has is own riding char- 
acteristics. These should be studied 
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as to their effect on the track, and 
also in order to be able to call the 
attention of the mechanical depart- 
ment to the bad riders. Often an 
improvement can be made in the 
springing. All locomotives are af 
fected by bad alinement of the track 
and there is no better vantage point 
from which to study that alinement 
and its effect than from a locomotive 
cab, whether it be steam or Diesel. 


Ride Every Week—At Least 


3y J. F. McCOOK 
Division Engineer, New York Central, 
Chicago 


It is the practice on our division 
fora supervisor of track or one of 
his assistant supervisors to ride the 
rear end of conventional equipment 
at least once a week during the great- 
er part of the year, and twice a week 
during the winter. 

At the rear end, of course, with no 
car behind to steady it somewhat, 
more rough spots in the track are 
disclosed than at some location near 
the middle of the train. When two 
or more are riding for inspection 
purposes we occasionally have one 
man ride in a coach near the middle 
of the train, and a comparison of 


notes is made at the end of the trip 
This method helps to place the 
emphasis on the spots in the track 
which need preferred attention, 

In order to appreciate the riding 
quality of the track from the point 
of view of the engine crew, a super- 
visor rides the locomotives of con- 
ventional equipment and fast stream- 
liners about once every two weeks, 
Friendly associations and discussions 
with engine crews pay dividends for 
any supervisors. Rough spots which 
occasionally develop quickly are re- 
ported at the nearest station by en- 
vine crews, and this information is 
relaved quickly to the supervisor for 
unmediate attention. 

Riding in Diesel engines, because 
of the greatly increased visibility, af- 
fords a supervisor an opportunity 
to observe more. satisfactorily the 
progress of track programs and the 
conditions of track and right-of-way, 
He can look ahead and see things 
more advantageously than is possible 
from the rear end of a train moving 
at a speed of 80 m.p.h. 

Usually the division engineer and 
his assistant ride the rear 
the fastest streamliners. The middle 
cars of these streamliners are also 
ridden in order to provide a com- 
parison similar to that in convention- 
al equipment, as indicated above. 


ends of 


Installing Temporary Crossovers 


In double or multiple-track territory where conditions 
permit killing one track to allow major track maintenance 
operations without the interference of traffic, is it feasible 
to install temporary crossovers at intervals to facilitate 
the detouring of trains? If so, should crossover ties be left 
in track after work in a specific territory has been com 


pleted? Explain. 


Timbers Curl If Left In 
By G. A. PHILLIPS 


Chief Engineer, Delaware, Lackawanna & 
Western, Hoboken, N. J. 

It is feasible to install temporary 
crossovers at intervals to facilitate 
the detouring of trains, and the ties 
in these crossovers can be left in 
after the track work in a_ specific 
territory has been completed. We 
have found, however, that after the 
timbers have been in track for a 
period of about five years there is 
some “curling up” of their ends 
on which no weight is imposed. This 





“curling up” has necessitated our 
adzing these ties at some points up 
to two inches to facilitate the re- 
installation of the crossovers. 

When one considers the amount of 
track—often 3,000 to 5,000 ft.. de- 
pending on the force of men and 
machines utilized—that can __ be 
tamped in one day by the detour 
method, it would seem very desirable 
to install temporary crossovers not 
less than 10 mi. apart. 


Crossovers Minimize Delays 


By H. F. FIFIELD 
Engineer M. of W., Boston & Maine 
Boston, Mass. 
In connection with major track 


maintenance operations such as re 
surfacing and laying rail, the operat- 
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ing department is usually willing to 
permit single-track operation provid- 
ed the single-track sections are kept 
to a reasonable length—hetween 
three and five miles—thus minimiz- 
ing train delays account of detour 
ing. On our railroad we usually 
have permanent trailing crossovers 
at about this distance apart, and it 
only becomes necessary to install 
facing-point crossovers to permit de- 
touring on either track. It is very 
important that our operations be 
conducted with minimum delay to 
traffic. This can only be accom- 


plished by reducing detour lengths. 

The question of leaving the cross- 
over ties in track after work in a 
specific territory has been completed 
depends largely on the program work 
necessary in that section. If the 
track is to have new rail, and later 
is to be resurfaced out-of-face, tem- 
porary crossovers are installed first 
to take care of the rail job. Then 
the crossover ties are left in for the 
reinstallation of the crossovers when 
the track is resurfaced, after which 
the switch timber is removed and 
crossties reinstalled. 


Railway Uses of Wetting Agents 


What are wetting agents? For what railway purposes 
are they adapted? How effective are they? Explain. 


They Improve Wash Water 
By G. E. MARTIN 
Superintendent of Water Service, Illinois 
Central, Chicago 


Wetting agents are substances 
which are added to surface coat- 
ings to increase spreading and pen- 
etrating action. In general, wet- 
ting agents are made up of more 
or less complicated molecules com- 
posed of two essential parts. One 
part is termed /iydrophilic and is 
the portion that draws the agent 
into water; the other part of the 
molecule is termed hydrophobic and 
tends to leave water and attach 
itself to, or dissolve in, an oil or 
other non-polar medium. Among 
the properties of wetting agents is 
their ability to lower surface ten- 
sion and inter-facial tension. Soap 
is an effective wetting agent unless 
the metal ions in the water or on 
the surface are sufficient to destroy 
its value. Alkalies, phosphates and 
silicates are less expensive, and in 
many cases more useful. 

It is possible for wetting agents 
to be valuable for a number of rail- 
road uses, but perhaps they would 
be most widely used in connection 
with detergents for cleaning pur- 
poses. Wetting agents are highly 
beneficial for the wetting of any 
surface, and consequently are of 
particular value in washing pas- 
senger-car equipment and the ex- 
teriors of locomotives. Certain wet- 
ting agents in combination with 
other materials have been used in 
removing oil accumulation from the 
interiors of boilers. 

Any good detergent must have 
good wetting properties. A suit- 
able wetting agent in combination 
with a good detergent applied to 
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the surface to be cleaned, followed 
by emulsification of the wetted soil 

generally best secured by me- 
chanical action or agitation—and 
then followed by liberal rinsing, 
usually results in a satisfactorily 
clean surface. 


They Put Out Fires Faster 
By JAMES J. DUGGAN and HUGH N. 
McNAIR 
Carbide and Carbon Chemicals Corpora- 
tion, South Charleston, W. Va. 


As we described recently in 
Safety News, wetting agents, when 
added to water in small amounts, 
contribute three principal proper- 
ties to the solution. Each of these 
properties will be present to a 
greater or lesser extent depending 
on the wetting agent used. These 
properties are: (1) Penetration; 
(2) surface wetting; and (3) de- 
tergency. 

The first is the ability of the 
wetting agent solution to penetrate 
porous materials, such as cotton, 
kapok, char, and wood, which plain 
water either will not penetrate or 
will penetrate only quite slowly. 
This property is a function of capil- 
lary action and is not directly re- 
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lated to lowered surface tension. 
However, lowered surface tension 
is necessary to produce penetration. 

Qn the other hand, surface wet- 
ting is closely related to lowered 
surface tension. Actually, it is the 
ability of a wetting-agent solution 
to spread and creep over a surface. 
This action might be compared to 
the surface area covered by a pan- 
cake as opposed to that covered by 
the flat side of half an orange, the 
volume of which equals that of the 
pancake. The half orange repre- 
sents a droplet of plain water which 
has a very high surface tension. 

Detergency is the ability of a wet- 
ting-agent solution to cleanse and 
retain dirt particles in suspension 
so that they are not redeposited on 
the cleansed surface. Wetting-agent 
solutions in which this characteris- 
tic is most pronounced generally 
foam prolifically. 

We have been making extensive 
tests of various wetting agents for 
some time to determine, among other 
things, their effectiveness in fight- 
ing fires. As a result of this expert- 
mental work, we have developed a 
proprietary compound—essentially 
a wetting agent—specially designed 
for fire fighting. The results ob- 
tained by the use of this penetrant, 
not only on large-scale tests, but 
also when used on actual fires by 
municipal fire departments, have 
indicated that on an average build- 
ing fire, extinguishment can be ef- 
fected much more rapidly and with 
from % to 1/5 the amount of water 
otherwise required. 

In every case where the wetting- 
agent penetrant was used, smoke- 
generation during extinguishment 
was reduced and water damage was 
practically eliminated. On other 
types of fires, such as baled cotton 
and paper, the efficiency has been 
even higher than on buildings. 

Of the three characteristics of 
wetting agents mentioned above, it 
would appear that penetration is 
the most important in relation to 
the extinguishment of Class A fires, 
which may be described as three- 
dimensional fires. By increasing 
the ability of water to penetrate 
into the involved material, wetting 
agents effect an attack in depth as 
well as in the other two dimensions. 
Undoubtedly surface wetting also 
plays a part. There may even be 
instances where this property is of 
equal importance. 





Railway fires which are particu- 
larly susceptible to the use of “wet- 
ter water” include those in ware- 
houses, freight cars, dumps, right- 
of-way or forest fires, and those 
involving flammable liquids. 
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Bridges Threatened by Floods 


When bridges are threatened by high water, should 
they be loaded with cars of cinders, sand or coal, as may 
be available? Does the type of bridge make any differ 
ence? What is the effect of such loading? 


No Use To Load Truss Spans 
sy R. B. CARRUTHERS 
Assistant Supervisor of Structures, South 
ern Pacific Lines in Texas and Louisiana, 
Houston, Tex. 


It has been my experience that 
when flood waters have risen over 
the lower chord and floor system and 
enough drift has accumulated, most 
truss spans fail through the center 
of the span from the lateral force 
alone, before their bearings leave 
the piers. In this case, if the lower 
chords of the trusses are under dead- 
load axial stress from loaded cars on 
the bridge and, in addition, are suf 
fering bending stress from the later 
al force, it seems to me failure will 
occur sooner. 

It is the opinion of some that 
truss spans with their lower chords 
and floor system sufficiently sub- 
merged in the current leave their 
bearings first at the expansion end 
when the friction is overcome. | 
know of one through-truss span on 
stone-masonry piers that did not 
wash out in a flash flood until its top 
chord was almost submerged, and 
only then when the hip above the 
expansion end was struck by a float- 
ing house. The current was not too 
swift and there was little or no drift. 
This span went off the rock-masonry 
pier at its expansion end first, but 
took the top three courses of stone 
masonry with it, evidence that the 
span did not slip on its expansion 
end, but overturned. In a case like 
this, I believe that had the bridge 
been loaded, it would have remained 
in place. 

In some swift streams at flood 
stage, when the bridge’s floor system, 
deck and lower chord are submerged 
and drift has accumulated, — the 
span will break up in the center un- 
der a heavy surge. Loading the 
bridge, no doubt, would overcome 
some of the uplift in its center from 
surge, but would increase the friction 
at its bearing and the span would 
ultimately fail through its center 
from the lateral force. 

I do not believe that loading a 
truss span is of any value, nor is 
there any type of truss, convention- 
ally designed, that would = differ 
appreciably from any other when 
submerged under the same flood con- 
ditions. 

On the other hand, loading a 
trestle, the piling of which has little 


156 February, 1949 


or no penetration, will tend consider- 
ably to stabilize the structure and 
delay its overturning. 


Loading Is Not Desirable 
By I. H. SCHRAM 


Chief Engineer, Erie, Cleveland, Ohio 


The loading of bridges threatened 
by high water, with cars containing 
material of the kinds mentioned, is 
not desirable and may be harmful. 
In general, the effect is not advan- 
tageous, and observations of some 
washouts in recent years indicate 
that some undesirable effects oc- 
curred. There are four general rea- 
sons for this belief : 

1. The amount of weight which 
can be added to a bridge by loading 
it with loaded cars is negligible com- 
pared to the forces exerted by mov- 
ing water, except for relatively 
short-span and light bridges. 

2. If the water gets high enough 
to exert force against the bridge 
superstructure, any cars standing on 
the structure, particularly if it is a 
through-truss bridge, only add sur- 


face against which the water can 
exert force. This added surface 
against which the water can act may 
result in the superstructure being 
washed out. 

3. The superstructure of a bridge 
is seldom, if ever, washed out unless 
there is a failure of the substructure, 
Additional weight added to the 
bridge will not help in any way to 
prevent the abutments or piers from 
being undermined to such an extent 
that failure of the bridge occurs. 

4. It is thought that, in the past, 
the undermining of the bridge piers 
may have been accelerated by the 
forming of eddies or whirlpools 
caused by swift currents striking 
cars that had been placed on a truss 
bridge at which the water rose above 
the track. The thought is that these 
cars interfered with the main cur- 
rent which, when reduced, caused 
undesirable currents and higher 
pressures against the river bottom. 
These factors, in turn, may have 
washed material out from around 
piers and caused their failure. 

Proper anchorage for bridge spans 
is very important and helps material- 
ly in preventing the superstructure 
from being lifted off its foundations 
by high water. This is particularly 
true of small, light bridges. The 
practice of raising bridges on wood 
blocking and not providing adequate 
anchorage should be avoided where 
high water can be expected during 
certain periods of the year. 


Uses for Highway-Truck Cranes 


To what extent and for what purposes can highway truck 
cranes be used by the bridge and building forces? What 
capacities are best adapted? Cite examples of use. 


Effective in Terminal Areas 
By ENGINEER MAINTENANCE OF 
WAY 


Cranes that are mounted on pneu- 
matic tires and that can be operated 
without restriction on city streets or 
highways can be used advantageous- 
ly in connection with both bridge and 
building work and roadway mainte- 
nance. This is particularly true of 
maintenance work in large terminal 
areas. The extent of usefulness of 
such equipment for ‘ton line’ main- 
tenance work is limited to the ex- 
tensiveness and proximity of roads 
and highways. Almost any types of 
general maintenance work to which 
cranes are adaptable can be handled 
by cranes mounted on pneumatic 
tires providing a roadway is avail- 
able to the location of the work. 


There are many different types of 
cranes with truck or pneumatic-tire 
mountings. There is even one type 
available on half-tracks. Some of 
these machines are too wide and too 
heavy for unrestricted highway 
travel; some are designed to travel 
rapidly for long distances ; and oth- 
ers are capable of traveling only at 
slow speeds and are not suitable for 
long hauls. In some types all oper- 
ations can be handled from one cab 
by one man—a distinct advantage 
under some circumstances. In others, 
where travel and hoisting must be 
done simultaneously, a driver is re- 
quired in addition to a crane opet- 
ator. With such choices available. 
a careful study should be made in 
selecting the type of crane best suited 
for the work it is intended to do. 

The economy in using cranes of 
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this type stems from their “off- 
track” feature. Intangible savings 
result from their eliminating delays 
to trains, while concrete savings re- 
sult from the fact that trains do not 
delay their operation and that the 
services of train and engine em- 
ployees are not required as in the 
case of rail-mounted cranes. 

Of the many uses we make of this 
type of crane, one of the most im- 
portant is in the reconstruction of 
grade-separation structures. On this 
type of work they handle mate- 
rial of all kinds, especially steel mem- 
hers and heavy decking. On a neigh- 
horing railroad one of these cranes 
is used to operate a clamshell bucket 
to clean out underpass drainage sys- 
tems. The clam had to be specially 


designed to fit in manholes, but the 
effectiveness of the operation has 
made it well worth the effort. 

I know of one instance in which an 
overhead highway bridge burned and 
blocked the railroad. A truck crane, 
dispatched quickly to the scene, 
saved considerable money in clearing 
the railroad from the highway above. 
The same crane was used in eco- 
nomically reconstructing the bridge. 

This type of-crane is also effective 
in lowering the maintenance and con- 
struction costs of prefabricated con- 
crete-block highway crossings. The 
economy that is possible in this oper- 
ation has resulted in one railroad ex- 
panding its use of this type of cross- 
ing as being no more expensive to 
maintain than any other. 


Effectiveness of Switch Heaters 


How extensive is the use of switch heaters on your road? 
What types are used? How effective have they been in 
meeting severe storm conditions, offsetting labor short- 
ages, and reducing switch cleaning costs? Explain. 


No Doubt of Effectiveness 
sy J. P. DATESMAN 
Engineer of Track, Chicago & North 
Western, Chicago 


Switch heaters of various types 
are in general use over our entire 
system, These installations are gen- 
erally located at interlocking plants, 
C. T. C. switches and other impor- 
tant outlying passing-track switches. 
They are also used in classification 
yards in conjunction with car re- 
tarders. 

In heavy-traffic territories in 
which there are many interlocked 
switches, in passenger terminals, and 
at other interlocking plants, switch 
heaters using commercial gas have 
heen installed wherever the gas is 
available. In outlying classification 
yards at which commercial gas 1s not 
available, switch heaters using bot- 
tled gas take care of the car retarders 
and interlocked switches. 

At outlying interlocking plants 
and at important passing track and 
other switches which are not in all 
cases interlocked, oil-burning switch- 
heaters are used. This type of heater 
has also worked well at spring 
switches which are generally located 
at the ends of passing tracks that are 
out in the country. 

All types of burners, when proper- 
ly installed and maintained. provide 
ample protection from the effects of 
severe snow storms with a minimum 
of labor cost. To secure the maxi 
mum efficiency from any type of 
switch heater, it is important. that 
RAILWAY ENGINEERING and MAINTENANCE 


adequate drainage be provided to 
handle the water from melted snow, 
for should this water be permitted 
to accumulate it will soon freeze and 
defeat the purpose of the switch- 
heater installation. 

experience has demonstrated that 
it is essential to have a_ sufficient 
number of switch heaters in place to 
eliminate the possibility of snow 
arching over the burners, especially 
at outlying points at which switches 
are subjected to high winds. 

The use of switch heaters was 
started extensively in the winter of 
1942 and 1943 following tests con- 
ducted with a limited number the 
preceding winter, and we have con- 
tinued to purchase additional heaters 
each season until now there are sev- 
eral thousand in service. The test 
installations in some cases were made 
with oil-burning heaters, and as com- 
mercial gas became available, gas 
heaters were installed and the oil 
heaters moved to outlying locations. 

There is no doubt that the use of 
switch heaters of any type is desir- 
able, not only because they effect a 
considerable saving in labor, but also 
hecause of their ability to keep 
switches open and expedite the 





movement of trains under severe 
storm conditions. 

There are improved types of bot- 
tled gas heaters now on the market 
designed especially for interlocking 
plants and outlying switches in ter- 
ritories where commercial gas is not 
available, and there is no question 
that the installation of such heaters 
is economically justifiable. = In 
C. T. C. territory, or at points where 
interlocked switches are remotely 
controlled, it is possible to have 
these new-type bottled gas heaters 
wired so they can be started by a 
push-button control from a tower or 
dispatcher’s office. This improve- 
ment certainly results in savings in 
man-hours that will more than cover, 
ina short time, the initial cost of in- 
stallation. 


Definite Uses For All Types 
By C. M. CHUMLEY 


Engineer Maintenance of Way, Illinois 
Central, Chicago 


Klectric heaters at interlocking 
plants have been very satisfactory. 
The electric heater has one major 
advantage over other types in that 
the signal maintainer or leverman 
can place it in service quickly with- 
out waiting for section men. This 
heater is very desirable and efficient 
at interlocking plants and saves con- 
siderable delays to traffic which may 
occur otherwise while waiting for 
other types to be placed in service. 
Although electric heaters are the 
most expensive, they show the larg- 
est saving—often 25 to 30 per cent 
of the cost in labor charges per an- 
num. 

Gas heaters, using both artificial 
and natural gas, have been found to 
give excellent results and require less 
servicing than the oil-burning type. 
This type of heater is recommended 
where a natural gas supply is avail- 
able or where artificial gas can be 
furnished without too great an ex- 
pense. In the use of artificial or bot- 
tle gas. it is advisable to have a bat- 
tery of tanks, one half of which is in 
service, and when this is used, the 
remainder can be cut in. 

Gas heaters are less expensive in 
first cost to install, but require ser- 
vicing and attention that electric 
heaters do not need. A  spark-plug 
starting device has heen developed 
that will reduce the amount of labor 
required, but there will always be 
more labor needed than in operating 
an electric device. 

The oil-burning heaters are prob- 
ably the oldest and most common in 
use. This type of burner is used at 
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locations where it is difficult to use 
other heaters. When using oil-burn- 
ing heaters it is necessary to refill 
them after about ten hours of con- 
tinuous burning. When the roadbed 
is frozen, it is frequently necessary 
to remove the water resulting from 


the melted snow. If this is not done 
the water freezes, necessitating the 
removal of ice to prevent melting 
snow from entering the burner. The 
oil-burning heater is the least ex 
pensive to install, but it) requires 
much more labor attention and is not 
entirely satisfactory in high winds. 
The use of weed burners in yards 
has been found to be one of the most 


satisfactory and economical methods 
of cleaning snow from switches, par- 
ticularly in large terminals, includ- 
ing humps. vard leads and other 
points difficult to service with other 
tvpes of heaters. These machines are 
used during the summer months for 
burning weeds, and at the-end of the 
season they are assembled and over- 
hauled for snow duty. In this way 
the maximum use is secured from 
the machines. 

There is a definite use for all the 
burners listed and, with unstable la- 
bor and high wages, they are not only 
indispensable but are much more 
economical than cleaning switches by 
hand methods. 


Signs Built by Civic Organizations 


To what extent is it desirable to permit or encourage 
local Chambers of Commerce or other civic organizations 
to erect large signs on railroad property to supplement 
station signs in identifying towns for the traveling public? 


Are there disadvantages? 


Helping Them Helps Us 
By ROBERT M. VAN SANT 
Director of Public Relations, Baltimore & 
Ohio, Baltimore, Md. 


Generally speaking, we would be 
glad to permit Chambers of Com- 
merce and other civic organizations 
to erect signs on B. & ©. property 
advertising their communities. We 
believe that whatever helps com- 
munities on our lines usually helps 
the B. & O. That would certainly be 
true of signs on our right-of-way 
pointing out the advantages of any 
community. These might stress spe- 
cial facilities for industrial location, 
the fact that it is a good place to live. 
or, perhaps, a place of unusual his- 
torical interest. 

I can think of only one or two situ- 
ations which might make the erec- 
tion of signs on our right-of-way in- 
advisable. That would be when they 
interfered in any way with safe oper- 
ation, or when the signs might be 
offensive to property owners near 
the right-of-way in the vicinity of 
the sign. 

It has been my observation that 
sometimes in unfamiliar territory on 
the railroad it is difficult to know 
just what city or town you are pass- 
ing through. Station signs are not 
too conspicuous. The type of sign 
that you have in mind should have 
real informative value to train riders 
passing by. 

Of course, certain formalities 
would have to be observed——some 
thing establishing the right to occupy 
railroad property, the fixing of 
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maintenance responsibility, detini- 
tions as to liability and, in some 
cases, how local assessments or taxes 
would be handled—but these are de- 
tails which could be worked out in 
each case to meet a particular situ- 
ation. 


Signs Are a Railroad Duty 
By GEORGE M. CROWSON 
Assistant to the President, Illinois Central, 
Chicago 


(ne of the real attractions of day- 
time travel by train to many people 
is the pleasure of sitting by the win- 
dow in perfect comfort and watching 
the world go by. Some railroads go 
to great lengths to cater to that pleas- 
ure—by providing observation and 
other lookout cars; by improving the 
visibility and controlling the glare in 
train windows: by having the train 
personnel visit with passengers, point 
out interesting sights. and answer 
questions ; by having points-of-inter- 
est announcements made over loud- 
speaker systems: by making time- 


tables easier to read and including in- 
formation in them on the geography 
of the route: by providing guide- 








hooks that tell a running story of 
what is to be seen along the way. 
These and many other added services 
all go to make daytime travel on a 
modern passenger train a never-fail- 
ing delight to the many passengers 
who enjoy this distinctive attribute 
of travel by train. 

One of the things that such pas- 
sengers seem particularly to appreci- 
ate is the provision of signs on sta- 
tion buildings and, or platforms that 
can readily be seen from the passing 
train to tell them where they are. 
Such signs need to he located so they 
can be picked up at a glance. They 
should be reasonably uniform as to 
size and location so the passengers 
will recognize them readily, and, of 
course, they should be perfectly 
legible and adequately maintained to 
serve their purpose and for sake of 
good housekeeping too. Night light- 
ing of such signs is a further re- 
finement that will appeal to passen- 
gers who like to stay by the window 
after dusk. 

Such signs as these must, of 
course, be provided by the railroad, 
and they make it unnecessary for 
Chambers of Commerce or other 
civic organizations to provide signs 
at or around stations purely to 
identify their community to the peo- 
ple on passing trains. If the local 
civic organization wishes to provide 
a sign that will go beyond mere 
identification and tell something 
about the community, the chances 
are that a location will be sought be- 
vond the right-of-way line in order 
to make it visible longer and to more 
people. 

There are other things that civic- 
minded individuals and organiza- 
tions can do to appeal to the people 
whose introduction to their commu- 
nity is from the windows of passing 
trains. One of the most worth- 
while things they can do is to m- 
prove the housekeeping along the 
streets and on the properties that 
adjoin the railroad. In connection 
with our good housekeeping program 
on the railroad. we have sought such 
local cooperation and have had very 
gratifving responses. 

The question we are considering 
here is a double-barrel proposition. 
One involves the impressions we 
make for our railroads and for the 
communities along our railroads on 
the people who ride on our trains 
The other involves our relations with 
the civic-minded people who live 
along our railroads and whose good 
will means so much to our companies 
and to allof us who work with them. 
It is smart public relations to make 
things pleasant for our passengers 
and neighbors too. 
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PRODUCTS OF MANUFACTURERS 


New, improved equipment, materials, 


(lor additional tnformation 


SELF DE-ICING 
SANITARY HYDRANT 


THE Crane Company, Chicago, is 
introducing a “frost-proof”  hy- 
drant in which water is allowed to 
remain and 
freeze above the 
frost line, but 
which, when the 
valve is opened, 
is said to pro- 
vide a free-flow- 
ing stream of 
water almost in- 
stantly. This 
feature has been 
made possible 
by a rubber tube 
placed under 
tensioninside 
the riser spout 
of the hydrant 
for its entire 
length above the 
frost line. 

When the wa- 
ter pressure is 
turned on the 
rubber tube ex- 
pands against 
the inside of the 
riser spout, al- 
lowing a full 
column of water 
to flow. As soon 
as the water 
pressure is turned off the rubber 
tubing contracts to an internal di- 
ameter about equal to the diameter 
of a lead pencil. In cold weather 
the thin column of water inside 
the tube may freeze down to the 
frost line. When the valve is opened 
under such a condition, the water, it 
is said, flows up and around the 
“pencil” of ice, causing the ice to 
break up and flush out with the 
water, thus restoring a free-flowing 
stream almost instantly. 

The valve of the hydrant is of 
the composition dise type, and is 
operated by a lever at the top of 
the hydrant, the lever having a 
cam at its lower end which thrusts 











The Crane frost- 
proof hydrant 
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the valve stem downward when the 
lever is moved forward. When the 
lever handle is released, spring ac- 
tion, combined with water pressure, 
returns the valve dise to the valve 
seat. 

The hydrant is said to be com- 
pletely sanitary, having no under- 
ground drainage holes whereby 
contamination could enter. The 
standard hydrant, 5% ft. long, is 
installed with its valve mechanism 
+ it. below the surface and its out- 
let 30 in. above the ground. For 
variation in frost-line depths the 
hvdrant can be furnished to order 
for burying to depths of 3 ft. and 
5 ft. The open end of the spout, 
one inch in diameter, has a stand- 
ard pipe thread for attaching a hose 
adapter. 


SWITCH THAWER 

AND WEED BURNER 

THE Woolery Machine Company, 
Minneapolis, Minn., has developed 
a dual-purpose, on-track unit, known 
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sists of a chassis of 84n. channel- 
steel, with four flanged wheels, on 
which is mounted a cab and a 1 ,000- 
gal. fuel-oil tank. The burner tubes, 
three in number, project from the 
cab end of the outfit. When in oper- 
ation the unit is towed by a motor 
car. 

The cab, completely enclosed, is of 
all-steel construction with shatter- 
proof glass windshield and windows. 
It is heated by engine exhaust pipes 
in the floor and is equipped with a 
dome light inside and a_ headlight 
outside on top. 

The burner tubes, each 8 ft. long, 
can all be raised or lowered as de- 
sired by the operator within the cab. 
The outside tubes can be spread 
horizontally to obtain various widths 
of coverage, ranging up to 25 ft. All 
the burners are electrically ignited. 
Each burner can be shut off separ- 
ately, or all three together, as de- 
sired. 

The pump (rotary gear type) and 
the blower (8-in. steel pressure type ) 
are operated by a 10-hp. Onan en- 
gine equipped with a self-starter and 
two 6-volt batteries. The maximum 





The Woolery Model PB-S combination switch thawer and weed burner 


as Model PB-S which, while de- 
signed primarily for thawing snow 
and ice at switches, can be used with 
equal effect for burning weeds dur- 
ing the summer. The machine con- 


fuel consumption (No. 1, No. 2 or 
No. 3 fuel oil) is 50 gal. per hour 
for each burner. The entire unit 
weighs 6,000 Ib. when carrying a 
full load of oil. 
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SNOW-MELTING POWDER 


SPECQO, Ine., Cleveland, Ohio, ts 
offering, for use on platforms, drive- 
ways, sidewalks and similar surfaces, 
an ice-and-snow-melting chemical 
powder, known as Ice Rem, one 
pound of which is said to have a 
thawing capacity equivalent to ten 
pounds of salt. The powder ts ap 
plied by sprinkling it liberally over 
the surface, the amount necessary 
being dependent upon the thickness 
of the ice or snow. If used at the be- 
ginning of a snow or sleet storm, 
Ice Rem, it is said, will melt subse- 
quent light snowfalls and keep sur- 
faces continuously clean, vet leave 
no troublesome residue. 

The manufacturer also recom- 
mends use of the powder for thawing 
frozen gutters, pipes, sewers, switch- 
es, ete., and when trucks or automo- 
biles become stalled because of ice or 
snow conditions (a handful thrown 
under each rear wheel is said to pro- 
vide traction and to keep wheels 
from spinning). The material is 
available in 9'14-lb. cartons, 24™%-lb. 
fiber pails and 90-Ib. fiber drum 
containers. 


CRANE ATTACHMENT FOR 
HEAVY-DUTY MOTOR CAR 


THE Wershaw Company, Mont- 
gomery, Ala., is now offering for 
rail-laving operations a crane attach- 
ment for heavy-duty motor cars. 
Known as the Mocar-Crane, and 





22-it. boom extending forward from 
the front end of the chassis, and a 
O.1-hp. Wisconsin engine with 
single-drum hoist, clutch and foot 
brake 

The crane attachment 1s fastened 
to the mid-point of the motor car by 
pin connectors in holes which are 
slotted to facilitate movement of the 
unit around curves. The wheels, 16 
in. in diameter, are mounted on a 
ditferential axle. The boom, raised 
and lowered by a hand hoist, is com- 
posed of two 5-in. trussed channel 
irons. The crane attachment can be 
removed from the track by hand, 
after pulling the motor-car connector 
pins, at a road crossing or motor-car 
set-off. 


WATERPROOFING 
MASONRY PAINT 

THE Arid-Crete Corporation, Cin- 
cinnati, Ohio, has developed a 
masonry paint, known as Formula 
369, which is said to render all 
types of masonry surfaces impervi- 
ous to water. It may be used on both 
interior or exterior surfaces, either 
above or below ground. When used 
on highly porous materials, such as 
cinder block or brick, or when used 
on outside walls below grade, the 
paint is mixed with a special filler, 
or aggregate. On other surfaces it is 
used as it comes in the container, 
after stirring. 

The paint contains a very fine 
(3500 screen mesh) waterprooting 
element which, it is said, upon appli- 
cation, is drawn into the voids in 


masonry by capillary action. As the 
other ingredients of the paint de- 
hydrate, this element hardens and 
part of the 


becomes an integral 


Laying track with the Kershaw Mocar-Crane 


having a capacity of 2,000 Ib. with 
a two-part line, the unit consists es- 
sentially of a chassis, the rear end 
of which rests on the motor car and 
the front end on two flanged wheels ; 
an .\-frame truss mounted on the 
chassis directly over the wheels; a 
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masonry, both on the surface and 
in the voids beneath the surface. c- 
cording to the manufacturer, when 
the paint is applied and cured prop- 
erly, the results of the treatment 
are guaranteed. 

Formula 369 is applied to a wet 





surface with a stiff brush, using a 
rotary motion. .\ second coat is ap- 
plied within 24 hr. after application 
of the first coat. During the week 
after the second coat has dried, the 
surface should be sprayed lightly at 
least twice, and preferably three 
times. The later operation is very 
important for proper curing of the 
surface, and, according to the manu- 
facturer, must not be neglected. 


IMPROVED GUARD RAIL 

SEVERAL new features have re- 
cently been incorporated in the de- 
sign of the Hook-Flange Guard Rail, 





The Bethlehem Steel Company’s im- 
proved Hook-Flange guard rail 


manufactured by the Bethlehem 
Steel Company, Bethlehem, Pa. The 
changes are designed to make this 
guard rail more sturdy and depend- 
able. 

The principal improvement is the 
addition of two heavy steel braces, 
the function of which is to increase 
the resistance to lateral thrust op- 
posite the frog point. Another fea- 
ture is the use of new double- 
shoulder tie-plates, of special de- 
sign, to hold the running rail and 
the guard rail in the proper aline- 
ment. Finally, a welded reinforcing 
plate has been added to the guard 
rail to give extra rigidity to the entire 
assembly. 

The hook-flange feature has been 
retained in the new design. This de 
rives its name from the fact that the 
flange of the guard rail is curved s0 
as to extend under the base of the 
running rail. Thus, the weight 0 
trains prevents the guard rail from 
overturning, regardless of how great 
the side thrust may be. 
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THE MONTHS NEWS 


Happenings among the railways—the associations—the suppliers 




















Changes in Railway 


Personnel 





General 


H. H. Hill, general roadmaster on the 
\tlantic Coast Line, has been promoted 
to superintendent of the Richmond dis- 
trict. with headquarters as before at 
Rocky Mount, N.C., effective January 1. 


Charles S. Sanderson, assistant gen- 
eral manager of the Atlantic Coast Line, 
Was appointed assistant to president, 
effective January 8 with headquarters 
as before at Wilmington, N.C 


Edwin M. Pelter, track supervisor on 
the St. Louts division of the Southern, 
at East St. Louis, IIL, has been pro- 
moted to assistant trainmaster, with 
headquarters at Selma, Ala. 


W. A. Pringle, assistant engineer on 
the Canadian National, with headquar- 
ters at Allendale, Ont., has been ap- 
pointed trainmaster, with headquarters 
at Coteau, Que 


C. B. Bronson, assistant engineer 
maintenance of way—system of the New 
York Central System, has been promoted 
to maintenance of way assistant to the 
vice-president, with headquarters as be- 
fore in New York. Mr. Bronson suc- 
ceeds to the duties pertormed by S. E. 
Armstrong, engineer maintenance of 
way—system, who retired on December 
31, 1948. as announced in the January 
issue. The position of engineer mainte 
nance of way—system has been abol- 
ished. A photograph of Mr. Bronson 
and a sketch of his career were published 
in the September, 1948, issue in connec- 
tion with his promotion to assistant 
engineer maintenance of way—system 


Engineering 


R. E. Oberdorf, whose promotion to 
assistant to chief engineer of the New 
York, Chicago & St. Louis, with head- 
quarters at Cleveland, Ohio, was an- 
nounced in the December issue, was 
horn on December 27, 1891, at Sunbury, 
Pa., and was graduated from Bucknell 
University. He entered railway service 
in November, 1915, as a computer on 
the Southern at Washington, D.C., and 
went with the Toledo, St. Louis & 
Western (now part of the Nickel Plate) 
as oa transitman in 1916. Following 
military service in World War IL, he 
hecame chief draftsman in the district 
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engineer's office of the Nickel Plate at 
Frankfort, Ind., and subsequently held 
positions as assistant engineer and as- 
sistant district engineer at Fort Wayne, 





R. E. Oberdorf 


Ind. In 1940 he was appointed division 
engineer of the Clover Leaf district and 
in 1945 was transferred to Frankfort as 
division engineer of the Lake Erie and 
Western district, which position he held 
until his recent promotion. 


Floyd R. Smith, assistant chief engi- 
neer of the Union, has been promoted 
to chief engineer, with headquarters as 
before at Pittsburgh, Pa. 

H. W. Johnson, assistant engineer of 
the Southern at Cincinnati, Ohio, has 
been appointed assistant chief engineer 
of the Chicago Great Western, with 
headquarters at Chicago. 

E. A. Vail, chief engineer of the Bam- 
berger, at Salt Lake City, Utah, has re- 
tired after more than 56 vears of service 
with the road. He is succeeded by Eu- 
gene O. Humphrey, engineer mainte- 
nance of way. Mr. Vail will continue 
with the railroad as engineering con- 
sultant. 

George R. Burkhardt, chief draftsman 
of the Chicago, Burlington & Quincy at 
Chicago, has been promoted to engineer 
of standards, with the same headquar- 
ters, succeeding C. W. Breed, who has 
retired, as reported in the January issue. 


G. A. Honey, division roadmaster of 
the St. Louts-San Francisco, with head- 


quarters at Newburg, Mo., has been ap- 
pointed assistant general manager, 
maintenance of way, of the Alabama, 
Tennessee & Northern, with headquar- 
ters at York, Ala. 

Welcome W. Brown, assistant engi- 
neer of the New York Central at Cleve- 
land, Ohio, Charles W. Engle, assistant 
division engineer of the Indiana divi- 
sion at Indianapolis, Ind., and Thomas 
T. Minsker, assistant engineer at New 
York, retired recently. 

Frank R. Woolford, assistant superin- 
tendent of the Missouri Pacific Lines 
at Nevada, Mo., has been appointed en- 
gineer maintenance of way and _ struc- 
tures of the Western Pacific, with head- 
quarters at San Francisco, Cal., suc- 
ceeding Claude A. Combs, who has 
retired. 

Frank Riddell has been promoted to 
assistant engineer in the office of the 
chief engineer, Eastern region of the 
Pennsylvania, with headquarters at 
Philadelphia, Pa. J. B. Smythe, assistant 
supervisor of track on the Pittsburgh 
division, with headquarters at Cresson, 
Pa., has been appointed inspector, re- 
porting to the chief engineer, Eastern 
region, at Philadelphia. 


J. G. Smith, has been appointed assist- 
ant cost engineer of the Alleghany and 
Mountain subdivisions of the Chesa- 
peake & Ohio, succeeding R. S. Coleman, 
promoted. K. C. Morris has been ap- 
pointed assistant cost engineer of the 
Mountain and James River subdivisions, 
succeeding K. E. Bomar, whose prom- 
tion to assistant supervisor of track of 
the Mountain subdivision was announced 
in the December issue. All of the above 
have headquarters at Clifton Forge, Va 
Z. K. Miller has been appointed assistant 
cost engineer at Columbus, Ohio, suc- 
ceeding C. M. Stewart, who has resigned. 


E. T. Gove, whose promotion to 
division engineer of the London division 
of the Canadian National, at London, 
Ont., was announced in the December 
issue, was born at St. Andrews, N.B. 
and entered the service of the Canadian 
National in 1918 as instrumentman, with 
headquarters at Toronto, Ont. In 192 
he was promoted to assistant engineer, 
and from 1941 to 1944 he served ina 
supervisory capacity in the engineering 
department, with the title of engineer 
charge. In January, 1944, Mr. Gove was 
appointed assistant to engineer mail 
tenance of way, and became assistatt 
division engineer in April, 1948. 

(Please turn to page 164) 
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Elevation: 9000 Feet 
Satisfaction: 100% 





Besides cutting cost of operation by better than 60% over the 
steam equipment it replaced, this 1000 h.p. Fairbanks-Morse 
road locomotive has set new records for availability for The 
Apache Railway Co. Elevations of 9000 feet have caused no 
noticeable loss of power. Typical performance: on 18 miles of 
214°; ruling grade, loads are as high as 500 tons. Generous 
design of electrical equipment and the performance of the 
great Opposed-Piston Engine recommended Fairbanks-Morse 
diesel power to this railroad, as they must to you. Fairbanks, 
Morse & Co., Chicago 5, Il. 


ay FAIRBANKS-MORSE 


A name worth remembering 
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L. A. Loggins, who was recently ap- 
pointed assistant chief engineer of the 
Texas & New Orleans (part of the 


Southern Pacific Lines) with headquar 





L. A. Loggins 


ters at Houston, Tex., as announced in 
the January issue, was born on June 28, 
1902, at Ennis, Tex., and entered railway 
service in May, 1920, as a coppersmith 
helper on the T.&N.O. at Ennis. He 
subsequently utility clerk, 
rodman, chainman, instrumentman, esti- 


s¢ rved as 


mator-draftsman and engineer-account- 
ant at various points until 1936 when he 
was granted a leave of absence to com- 
plete his education at the University of 
Texas. He received a Bachelor of 
Science degree in civil engineering in 
June, 1937, and returned to the T.&N.O. 
as senior instrumentman at Victoria, 
Tex. Mr. Loggins was appointed assist- 
ant engineer at that point in August. 
1939, and assistant supervisor of bridges 
and buildings at Houston in June, 1942. 
The following year he was promoted to 


division engineer at 


Victoria, subse- 
quently serving in the same capacity at 
Houston. In April, 1945, Mr. Loggins 
was advanced to assistant to the chief 
engineer at Houston, which position he 
held until his appointment as assistant 
chief engineer. 


Benjamin Chappel, who has been 
appointed district engineer of the Mani 
toba district of the Canadian National, 
with headquarters at Winnipeg, Man., 
as noted in the January issue, was born 
at Port Arthur, Ont., on June 8, 1903, and 
was graduated in civil engineering from 
the University of Saskatchewan in 1927. 
He first entered the service of the Cana- 
dian National on July 2, 1923, as a chain- 
man and subsequently served as rodman, 
instrumentman and draftsman until 1949 
when he became assistant engineer. He 
was promoted to division engineer of the 
Portage-Brandon division in 1944, and to 
special engineer at Winnipeg, Man., in 
1945. He became engineer of track of the 
Western region in 1946 


Walter S. Brown, whose promotion to 
assistant engineer in the office of the 
chief engineer maintenance of way of 
the Baltimore & Ohio, with headquar- 
ters at Baltimore, Md., was announced 
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in the December issue, was born on 
September 17, 1906, in Baltimore. He at- 
tended Johns Hopkins University, grad- 
uating in engineering in 1928, and en- 
tered the service of the maintenance of 
way department of the B.&O. in October 
of that year, being located at Wheeling. 
W. Va. Between 1928 and 1943 he served 
in several capacities at Wheeling and 
at Baltimore and in the latter vear he 
Was promoted to assistant division en- 
gineer, with headquarters at Connells- 
ville, Pa., the position he held at the 
time of his recent promotion. 


Walter R. Roof, engineer bridges and 
buildings of the Chicago Great Western 
at Chicago, has retired after 39 years 
of service with that road. Mr. Roof 
was born on April 15, 1881, at New 
Castle, Ind. He attended Purdue uni- 
versity from which he received a Bache- 
lor of Science degree in civil engineer- 
ing in 1906, and a Civil Engineer degree 
in 1934. He entered railroad service in 
June, 1906, as a rodman on the Chicago 





Walter R. Roof 


& North Western, and four months later 
has was appointed special engineer for 
the Pullman Company. In May, 1907, 
Mr. Roof became bridge and building 
draftsman for the Illinois Central, and 
in January, 1910, he went with the Chi- 
cago Great Western in a similar ca- 
pacity. He was subsequently promoted 
to engineer of bridges and _ buildings, 
the position he held at the time of his 
retirement. 


F. E. Austerman, assistant engineer 
in the office of the chief engineer of the 
Chicago, Milwaukee, St. Paul & Pacific, 
has resigned to become acting assistant 
chief engineer of the Chicago Union 
Station at Chicago. He succeeds C. E. 
Cox, who has retired after almost 48 
vears of railroad service. 

Mr. Cox was born on December 28, 
1878, at Vallonia, Ind., and began his 
railway career in the engineering de- 
partment of the Pennsylvania in 1901, 
joining the [linois Central in 1904. He 
was employed by the Chicago, Milwau- 
kee, St. Paul & Pacific the next year, 
and in October, 1915, entered the service 
of the Chicago Union Station, leaving 
that company in 1918 to work for the 
U.S. Railroad Administration. Mr. Cox 
returned to the Chicago Union Station 
in 1919. 





Rufus C. Slocomb, whose promotion 
to engineer of roadway and track of the 
Baltimore & Ohio, with headquarters at 
Baltimore, Md., was announced in the 
November issue, was born at Vincennes, 
Ind., on November 26, 1889, and gradu- 
ated from Rose Polytechnic Institute jn 
1912. He entered the service of the B. 
& ©. in June, 1912, as assistant on the 
cngineering corps at Cincinnati, Ohio. 
later serving in this capacity at Balti- 
more, Pittsburgh, Pa., and Wheeling, 
W. Va. In 1916, he was promoted to 
assistant supervisor on the Chicago divi- 
sion and in the following year he be- 
came assistant division engineer of the 
Philadelphia division, later serving in 
this capacity on the Baltimore and the 
Mr. Slocomb be- 
came assistant engineer of the Maryland 
district in 1919 and was promoted to 
pilot engineer of the building branch of 
the valuation department in 1920, where 
he remained until 1924, when he became 
assistant engineer—roadway and _ track, 
the position he held at the time of his 
recent) promotion. 


Charleston divisions. 


J. N. Fuller, who has been appointed 
principal assistant engineer of the Texas 
& New Orleans (part of the Southern 
Pacific Lines), at 
noted in the January issue, was born on 
November 7, 1899, at Minneapolis, Minn, 
and received his higher education at 
Rice Institute. He entered the service 
of the T.XN.O. in Jure, 1919, as rodman 
and drattsman on the Beaumont divi- 
ston, with headquarters at Houston 
From April, 1920, to January, 1942, he 
served sreeessively as imstrum niman, 


Houston, Tex. as 


eneimecr-accountant, « fice engineer and 
assistant engineer at Austin, Tex. In 
February, 1942. Mr. Fuller became road- 
master on the Dallas-Austin division 
and in .\ugust of the same vear he was 





J. N. Fuller 


granted a leave of absence to serve with 
the United States Army as captain dur- 
ing World War II. He returned to the 
T.&N.O. in December, 1945, serving 4s 
roadmaster until April, 1947, when he 
was advanced to senior assistant engi 
neer in the office of the chief engineer 
at Houston, which position he held until 
his recent appointment as principal as 
sistant engineer. 
(Please turn to page 166) 
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experience as an operator, recently 
made this brief, to-the-point comment 
on the K-370: “It's easy to handle. 
It's dependable. 
quantity output because it's stronger 


It gives 


Zack Laws, who has had 25 years’ h 
greater | 
| 


on the crowd and faster on the swing 
compared with other machines." 


The Link-Belt Speeder line includes twen- 
ty-five models, ranging up to 3 yard in 
capacity, some wheel-mounted, some on 
crawlers. In every size and type, Link- 
Belt Speeder advanced engineering is 
clearly seen in every detail, making for 
freer action, lower upkeep, long-life and 
profitable operation. 


See our distributor today. Let him 
show you a size and type to meet your 
exact needs. Or write for latest catalog. 
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GEARED TO ASSURE FULL 
PRODUCTIVITY AT ALL TIMES 


Keeping every Link-Belt 
Speeder Shovel-Crane in 
tip-top operating condition 
is one of the main objec- 
tives of Link-Belt Speeder 
and its far flung distributor 
organization. In every prin- 
cipal city in United States 
and Canada, and in foreign 
lands, a stock of parts and 
men trained in the servic- 
ing of Link-Belt Speeder 
products are in readiness 
to meet the needs of the 
user wherever located. 


Link-Belt Speeder advanced engineering, honest construction and 
quickly available service add up to more profitable machine hours and 
greater returns on your investment. Your distributor will gladly show 
you the Link-Belt Speeder line of shovels, cranes and draglines, up to 
3 yard capacity and explain the features which contribute to their 
outstanding performance. For instance— 























SPEED-O-MATIC CONTROL 
"Speed-O-Matic” hydraulic 


control permanently eliminates 
all "lost motion" — actuates 
clutches faster and more 
smoothly. Operators will tell 
you the ''Speed-O-Matic" 
control relieves manual effort 
and there is little or no fatigue 
after a good day's work. Get 
the facts today—find out how 
you, too, can greatly increase 
your output. 





> 


LINK-BELT SPEEDER CORPORATION 
CEDAR RAPIDS |OWA 


For additional information, use postcard, pages 115-116 
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A. L. Fisher, division engineer of the 
Louts-San Francisco, with headquat 


st 


ters at Enid, Okla., has been appointed 

assistant superintendent-division engi 

neer for the Western division 
Frederick H. Lovell, assistant engi- 


neer of bridges and buildings of the 
Central region of the Pennsylvania, has 
| promoted to engineer of 
and buildings, with headquarters as be 
fore at Pittsburgh, Pa., succeeding J. F. 
Leonard, who has been granted a leave 


until July 1 


con bridges 


of absence 


C. Paul Schantz, assistant chief engi- 
leer, maintenance of way, of the Penn- 
sylvania at Philadelphia, Pa., has been 
appointed assistant to the chief 
neer of the Eastern region, at 
delphia. H. J. Kerstetter, 
maintenance of way, of the 
division at 
Pa., succeeds Mr. Schantz as assistant 
chief engineer maintenance of way at 
Philadelphia, and is succeeded by F. P. 
Filippelli, division engineer of the Phila- 
delphia division at Harrisburg. 


engi 
Phila 
engineer 

Eastern 


Pennsylvania Harrisburg, 


G. M. Darby, engineer of track of the 
Denver & Rio Grande Western at Den- 
ver, Colo., has been promoted to locat- 
ing engineer, with the same headquar- 


ters, succeeding L. O, Doane, who has 
retired. W. H. Freeman, roadmaster at 
Garand Junction, Colo., has been ap- 


pointed engineer of Track at Denver to 
succeed Mr. Darby. C. L. Schiller, su- 
pervisor of structures at Salt Lake City, 
Utah, has promoted to division 
engineer at Grand Junction in place of 
J. R. Murray, appointment as 
roadmaster-trainmaster is reported else- 
where in these columns. L. F. Urqu- 
hart, trainmaster on the Alamosa divi 
sion, has been appointed assistant to the 
chiet engineer at Denver. 


been 


whose 


James K. Gloster, whose promotion to 
division engineer on the Louisville & 
Nashville, with headquarters at Evans- 
ville, Ind.. was reported in the Novem- 
ber issue, was born at Middleboro, Ky., 
on May 29, 1910, and 
trom the University of 
1934 with a degree 


was graduated 
Kentucky in 


in mining engineer- 


ing. He began his railroad career in 
December, 1936, as an instrumentman 
on the L. & N. at Middlesboro, serving 


in this capacity until March, 1940, when 
he became a draftsman in the bridge 
department at Louisville, Ky. Mr. Glos- 
ter was promoted to track supervisor in 
\ugust, 1941, and subsequently held the 
positions of assistant engineer and as- 
sistant supervisor of bridges and build- 
ings until June, 1946, when he was 
appointed assistant division engineer at 
Louisville. He became assistant engi- 
neer in the miscellaneous department at 
Louisville in September, 1947. 


William S. Ray, whose promotion to 
assistant engineer bridges and buildings 
of the Central of head- 
quarters at was an- 
nounced in the December issue, was born 
at Blackville. S.C.. on December 28, 
1903, attended Clemson college, 
eraduating in civil engineering in 1924. 


with 
Savannah, Ga., 


Georgia 


and 


1949 
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He entered the service of the C. of Ga. 
on January 12, 1925, as a and 
building inspector and was promoted to 


assistant engineer in 1928. He 


bridge 


was mad 





William S. Ray 


1941, and held 
that position until he was advanced to 
assistant engineer of bridges and build 


ings. 


architect on January 1, 


John R. Caswell, whose promotion to 
district engineer of the Algoma district 
of the Canadian Pacific, with head- 
quarters at North Bay, Ont., was noted 
in the December issue, was born in 
Coldwater, Ont., on April 13, 1892. He 








John R. Caswell 


entered the service of the construction 
department of the C.P.R. in July, 1909, 
and later served in this department as 
chainman, rodman, instrumentman and 
transitman until September, 1918, when 
he became resident engineer ot the Lon- 
don division. He was promoted to divi- 
sion engineer at Sudbury, Ont., in April, 
1920, and subsequently served in this 
capacity at Smith Falls, Ont., and at 
Montreal, Que. He became assistant 
district engineer of the Ontario district, 
with headquarters at Toronto, in 1939 
and later was appointed assistant engi- 
neer maintenance of way of the Eastern 
region, which position he held at the 
time of his recent promotion. 

Edward M. Cummings, who has been 
promoted to assistant division engineer 
on the Baltimore & Ohio, with head- 


quarters at Newark, Ohio, as noted jy 
the December issue, was born on De- 
cember 30, 1920, at Ludlow, Mass. He 
railway 1941 as a 
student track supervisor on the Boston 
& Maine and, later 
au inspector on the New York, Ney 
Haven & Hartford. He left railway 
service in 1943 to complete his education 
and attended Northeastern University, 
graduating in 1947, Mr. Cummings then 
became a safety engineer for the Aetna 
Casualty 


entered service in 


that year, becam 


Company and. served in this 
capacity until February, 1948, when he 
returned to railway service as assistant 
on the engineering corps of the Eastern 
region of the B. & O., 
held at the time of his 
tion 


the position he 


recent promo- 


Track 


Harold Allen has been appointed gen- 
eral roadmaster of the Chicago Great 
Western, with headquarters at Oelwei 
lowa. 


Ralph C. Billet, supervisor of track on 
the New York Central at Bueyrus, Ohio 
retired recently after 47 vears of service 


been 


A. Blanchard, has 


roadmaster on the 


appointed 
Canadian National, 
with headquarters at Hornepayne, Ont 
and E, A. C. Goldberg has been ap- 


pointed roadmaster at Allendale, Ont. 


John Urlacher, track supervisor o1 
the Atchison, Topeka & Santa Fe at 
Kan., has been 
roadmaster at that point, succeeding 
Ralph S. Ward, who has been appointed 


track supervisor at Topeka. 


Topeka, promoted ti 


F. D. Middleton, assistant supervisor 
of track on the Panhandle division of the 
Pennsylvania, has been promoted to su 
pervisor on the Toledo division, at To- 
ledo, Ohio, succeeding R. H. Smith, Jr, 
who has been assigned to special duty 
in the office of the Comptroller, Phila- 
delphia, Pa. 


H. Huffman, supervisor of track of the 
Chicago & Eastern IHlinois, with head- 
quarters at Danville, IIL, has been pro- 
moted to the newly-created position ot 
general roadmaster, with the same head- 
quarters, and J. E. Norman has beet 
appointed supervisor of track to succeed 
Mr. Huffman. 


Eugene B. Francis, whose promotion 
to supervisor of track on subdivision 18, 
St. Lawrence division, of the New York 
Central, with headquarters at Gouverneur, 
N.Y., was noted in the December issue 
was born on October 25, 1907, at Jersey 
Shore, Pa. He attended Pratt Institute 
of Technology, graduating in 1932, and 
entered the service of the N.Y.C. in Sep- 
tember of that year, being assigned to the 
engineering corps of the Pennsylvania d- 
vision at Jersey Shore. He was promoted 
to assistant supervisor of track on the 
River division, with headquarters at New- 
burgh, N.Y., in 1940 and was transferred, 
in 1945, to Fonda, N.Y., on the Mohawk 
division, where he was located at the time 
of his recent promotion. 

(Please turn to page 168) 
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“Mr. Reade, | Have Called You on the 


Insistence of our Management 


OMING from the Chief Engineer of a very large system, this 
was surely a most cordial greeting. 


“THAT IS INTERESTING—VERY INTERESTING—WHY ?” 


“Well, you did a bang-up job for us in 1945. The job was so good 
that we figured we could get by without your services in 1946—then 
the purse strings were pulled in 1947. With the arrival of the grow- 
ing season of 1948, weeds were out of control and our maintenance 
program suffered all along the line. WE HAVE LEARNED THAT 
READE SERVICE IS NOT A LUXURY—IT IS A NECES- 
SITY.” 


THEIR CONTRACT FOR 1949 is already in the bag. 


Much experimental work is going on among railroads in this impor- 
tant matter of weed control work. This interest is constructive. 


WE of course are fully informed relative to all new types of raw 
materials that may be incorporated in weed killing chemical. We 
provide the type of product best suited to conditions involved. How- 
ever, wide experience and know how in weed control work is essen- 
tial to benefits. We have the technical organization to assure rail- 
roads the desired results. 


WE ARE PREPARED TO CO-OPERATE ALONG ANY LINE 
LOOKING TOWARD THE BEST POSSIBLE SERVICE TO 
YOUR COMPANY. 


READE MANUFACTURING COMPANY, INC. 











Executive Headquarters Service Headquarters 
135 Hoboken Avenue 9500 Cottage Grove Avenue 
Jersey City, N. J. Chicago, Illinois 
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J. P. Tipton has been appointed assist- 
ant supervisor track of the Maumee 
district of the Chesapeake & Ohio, with 
headquarters at Walbridge, Ohio, suc- 
ceeding J. O. Cobb, promoted. 


W. J. Gill, roadmaster on the Denver 
& Rio Grande Western, with head- 
quarters at Pueblo, Colo., has been 
transferred to Grand Junction, Colo., to 
replace W. H. Freeman, whose appoint- 
ment as engineer of track is noted else- 
where in these columns. 


C. C. Crenshaw, assistant to the divi- 
sion engineer of the Seaboard Air Line, 
with headquarters at Jacksonville, Fla., 
has been appointed assistant roadmaster 
on the Virginia division at Hamlet, N.C. 
H. C. Exley, system rail-gang foreman, 
has been promoted to assistant roadmas- 
ter on the Savannah-Jacksonville dis- 
trict, with headquarters at Savannah, 
Ga., succeeding L. E. Hardin, 
promotion to roadmaster at Tampa, Fla., 
was announced in the January issue. 


J. W. Smith, Jr., general foreman on 
the Buffalo division of the Erie, with 
headquarters at Buffalo, N.Y., has been 
promoted to track supervisor on the 
Meadville division, with headquarters at 
Jamestown, N.Y., where he replaces J. F. 
McCarthy, who has been transferred to 
Cuba, N.Y., on the Alleghany division, 
succeeding R. M. Hills, who has been 
assigned to other duties at his own re- 
quest. 


whose 


T. C. Ellis, roadmaster on the Atlantic 
Coast Line, with headquarters at Jessup, 
Ga., has been promoted to general road- 


master, with headquarters at Rocky 
Mount, N.C., succeeding H. H. Hill, 


whose promotion to superintendent is 
noted elsewhere in these columns. R. C. 
Sharpe, acting roadmaster in charge of 
the Western Division rail gang has been 
transferred to Jessup as acting road- 
master, to succeed Mr. Ellis. H. C. 
Wade, acting roadmaster at Tarboro, N. 
C., has been appointed roadmaster with 
the same headquarters. 


J. B. Hartranft, junior engineer as- 
signed to the office of the engineer of 
tests, maintenance of way, of the Penn- 
sylvania, with headquarters at Altoona, 
Pa., has been promoted to assistant 
supervisor of track—branch line on the 
Maryland division, with headquarters at 
York, Pa., succeeding W. B. Super, who 
has been transferred to the main line 
of the Pittsburgh division at Cresson, 
Pa. Mr. Super replaces J. B. Smythe, 
who has been appointed inspector in the 
office of the chief engineer, Eastern 
region, as announced elsewhere in these 
columns. 


H. Arthur McRill, foreman on the St. 
Louis division of the Southern, has been 
promoted to track supervisor, with head- 
quarters at Coapman, III., succeeding E. 
M. Pelter, whose promotion to assistant 
trainmaster is noted elsewhere in these 
columns. Mr. McRill was born on Janu- 
ary 8, 1913, at Sims, Ill, and began his 
service with the Southern as a section 
laborer at Posey, IIl., in September, 1928. 
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In February, 1933, he was made a welder 
helper on the St. Louis division, becom- 


ing a welder in February, 1935. He has 
been serving as foreman since May, 
1944, 


R. L. Peters, extra gang foreman on 
the St. Louis-San Francisco at Madill, 
Okla., has been promoted to roadmaster, 
with headquarters at Chaffee, Mo., and 
C. A. Davis, roadmaster at Oklahoma 
City, Okla., has been transferred to Fort 
Scott, Kan. Mr. Peters was born at 
Kinta, Okla., on June 11, 1911, and en- 
tered the service of the Frisco in June, 
1933, as a section laborer at Madill. He 
was advanced to section foreman in 
March, 1939, and two years later he was 
further advanced to extra gang foreman, 
the position he was holding at the time 
of his recent appointment to the position 
of roadmaster. 


J. R. Watt, supervisor of track of Sub- 
division 24, Pennsylvania division of the 
New York Central, with headquarters 
at Corning, New York, has been pro- 
moted to general inspector of track on 
the Lines Buffalo and East, with head- 
quarters at New York. Wolters Ledyard, 
bridge and building inspector on the 
Boston & Albany, with headquarters at 
Pittsfield, Mass., has been appointed as- 
sistant supervisor of track on sub- 
Division 5, Mohawk division, of the New 
York Central, with headquarters at Al- 
bany, N.Y., succeeding R. C. Swanson, 
who has been promoted to supervisor, 
with headquarters at Corning, replacing 


Mr. Watt. 


C. M. Kern, whose promotion to su- 
pervisor of track on the Piedmont sub- 
division of the Chesapeake & Ohio, with 
headquarters at Gordonville, Va., was 
announced in the December issue, was 
born at Clifton Forge, Va., on May 15, 
1906. He entered the service of the 
C. & O. in March, 1929, as a junior rod- 
man in the construction department and 
later served in this department as senior 
rodman, masonry inspector and instru- 
mentman until December 15, 1942, when 
he was promoted to resident engineer. 
He was appointed assistant cost engi- 
neer in the maintenance-of-way depart- 
ment in August, 1945, and became assist- 
ant supervisor of track on the Moun- 
tain subdivision, at Clifton Forge, in 
September, 1946, holding this position 
until his recent promotion. 


Bridge and Building 


Frank Jones has been appointed super- 
intendent bridges and building, of the 
\labama, Tennessee & Northern, with 
headquarters at York, Ala. 

John H. Parrish has been appointed 
assistant supervisor bridges and build- 
ings on the Chicago & North Western, 
with headquarters at Winona, Minn. 


J. H. Talbot, general foreman in the 
bridge and building department of the 
Canadian National, has been appointed 
bridge and building master of the Lau- 
rentian division, with headquarters at 
Quebec, Que., succeeding J. Riddoch, 


deceased. 





W. T. League, master carpenter of the 
Cincinnati division, at Cincinnati, Ohio, 
has been transferred to the Eastern divi- 
sion, with headquarters at Canton, Ohio, 
where he replaces F. L. Lee, who, ip 
turn, replaces Mr. League at Cincin- 
nati. 


A. C. Black has been appointed super- 
visor of structures on the Denver & Rio 
Grande Western, with headquarters ,at 
Salt Lake City, Utah, succeeding C. I, 
Schiller, whose appointment as division 
engineer is reported elsewhere in these 
columns. R. B, Rosenberg has been ap- 
pointed assistant superintendent of 
structures at Grand Junction, Colo., sue- 
ceeding E. N. Haase, who has been 
transferred to Pueblo, Colo. 


F. D. Day, assistant master carpenter 
of the New York division of the Penn- 
sylvania, with headquarters at Jersey 
City, N.J., has been promoted to master 
carpenter of the Monongahela division, 
at Pittsburgh, Pa., where he replaces 
H. P. Greene, who has been transferred 
to the Columbus division, with head- 
quarters at Columbus, Ohio. Mr. Greene, 
in turn, succeeds H. M. Dick, who has 
been transferred to the Philadelphia 
division, at Harrisburg, Pa., replacing 
L. I. Kennedy, who has been granted a 
leave of absence because of ill health. §. 
C. Walker, junior engineer on the Phila- 
delphia division, at Harrisburg, has been 
promoted to assistant master carpenter 
of the New York division succeeding 
Mr. Day, and J. A. Taltavall, bridge and 
building inspector on the New York 
division, has also been promoted to 
assistant master carpenter of that di- 
vision. 


Water Service 


J. H. Stinebaugh has been appointed 
supervisor of water service on the Mem- 
phis division of the Illinois Central, 
with headquarters at Clarksdale, Miss., 
succeeding M. J. Hughes, who has been 
assigned to other duties. 


Obituary 


Cecil P. Moran, bridge and _ building 
master on the Canadian Pacific, at Nel- 
son, B.C., died recently. 


Steve Kirby, roadmaster of the Cana- 
dian Pacific, with headquarters at Leth- 
bridge, Alta., died recently at the age 
of 60 years. 


J. B. Armstrong, retired roadmaster 
of the Canadian National, died recently 
at Moncton, N.B. He was 64 years old 
at the time of his death. 


Harold D. Van Vranken, chief engi- 
neer of the Jacksonville Terminal at 
Jacksonville, Fla., died recently of a 
heart attack. 


H. A. Cassil, who retired in 1946 as 
chief engineer of the Pere Marquette 
(now part of the Chesapeake & Ohio), 
was struck and killed by an automobile 
at Detroit, Mich., on January 13. 

(Please turn to page 170) 
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= Oliver “Cletrac” Model D 
é with Heil Trailbuilder 





with oLiver Cletrac 


Cutting a grade or ditch along the right-of-way is 
a “clean-cut” job with an Oliver “‘Cletrac” crawler 
tractor. The positive control of the dozer blade 
assured by Oliver “‘Cletrac’s” exclusive steering 
principle reduces lost time . . . eliminates the need 
for time-wasting centering of the tractor and 
dozer. With an Oliver “‘Cletrac,” you travel a 
straight line . . . the off-center loads so common 
to dozing operations do not pull the tractor 
off-side. 

The exclusive Oliver ‘‘Cletrac” steering prin- 
ciple lets you balance the pull of one track against 


the pull of the other. One track can be speeded 


Cletrac 


a product of 







> 






2The OLIVER Corporation 


A complete line of Crawler and Industrial Wheel Tractors 


up ... the other slowed to compensate for the 
side drag of an off-center load. This feature, plus 
the easy-operating Heil dozer with its positive- 
acting front-mounted hydraulic pump, gives you 
fast, accurate control for a “‘cleaner cut.” 

Add to these outstanding features, the rugged 
construction, exceptional accessibility, and eco- 
nomical maintenance of Oliver ‘‘Cletrac” and 
you'll see why it’s the right tractor for right-of- 
way work. For all the facts, see your Oliver 
**Cletrac’”’ dealer or write us direct. The OLIVER 
Corporation, Industrial Division: 19300 Euclid 
Avenue, Cleveland 17, Ohio. 


“THE SIGN OF 
EXTRA SERVICE”’ 


OLIVER 
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HERE’S HOW RUST- OLEUM 
SAVES TIME AND MONEY: 


IT GOES ON FASTER 
Rust-Oleum saves 25% of the time nor- 
mally required for application ... and 
covers up to 30% more area. 


IT CUTS PREPARATION 
No sandblasting, flame cleaning or chemi- 
cal rust ‘‘dissolvers” are required. Merely 
wirebrush to remove scale, dirt, etc. and 


apply RUST-OLEUM. 


IT PROTECTS LONGER 
Rust Oleum LASTS two to ten times longer 
than ordinary materials on most jobs. Every 
application gives maximum protection. 


RUST-OLEUM co 


2417 Oakton Street 
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You Save on 
Maintenance Costs! 


Keep cars rolling years longer... 
Provide essential protection to 
right-of-way equipment, bridges, 
buildings and other properties. 
Rust-Oleum coats metal... and 
dries firm—with a tough, water- 
tight, enduring film that prevents 
rust by moisture, fumes, acids, 
heat and many other destructive 
elements. 





Rust-Oleum can be applied | 
directly to any rusting surface— | 
after easy, time-saving prepara- | 


tion. It outlasts ordinary materials 
two to ten times, depending on 
conditions. For lasting satisfaction 
and extra profits specify Rust- 


Oleum on new and re-built cars | 


.and out on the right-of-way 
where rust is costly. 


Write for full information TODAY. 
Ask for Catalog No. 145. 
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Maintenance of Way 
Club of Chicago 


The next meeting of the club will be 
held on February 28, and will be fea- 
tured by an address by C. H. Paris, con- 
sulting engineer (formerly chief engi- 
neer, Chicago & Illinois Midland), 
Springfield, Ill., who will speak on the 
changing political and economic con- 
ditions in China, with particular em- 
phasis upon the current railway  situa- 
tion. As a recent emissary to China 
representing Morrison-Knudsen, Inc., an 
international company of engineers and 
contractors, Mr. Paris has the latest 
word on a highly complicated situation. 
The meeting, which will begin with a 
reception at 6:00 p.m., will be held in 
Eitel’s restaurant in the Field Building, 
Clark and Adams streets. 

The January 24 meeting of the club, 
with an attendance of 148, was ad- 
dressed by F. R. Layng, consulting engi- 
neer, Bessemer & Lake Erie, Greenville, 
Pa., who presented a most thought-pro- 
voking address on The Relationship Be- 


tween Material and Labor in Track 
Maintenance. 
(Please turn to page 172) 


Meetings and Conventions 


American Railway Bridge and Building 
Association—Annual meeting, September !2 
14, 1949, Hotel Stevens, Chicago. Elise 
LaChance, Secretary, 43! S. Dearborn stree? 
Chicago 5. 


American Railway Engineering Association 
—Annual Meeting, March 15-17, 1949, Chi- 
cago. W. S. Lacher, secretary, 59 E. Van 
Buren street, Chicago 5. 


American Wood-Preservers’ Association— 
Annual Convention April 26-28, 1949, $+. 
Louis, Mo. H. L. Dawson, secretary-treasurer 


1429 Eye street, N.W., Washington 5, D.C. 


Bridge and Building Supply Men's Associe- 
tion—E. C. Gunther, secretary, 122 S. Mich- 
igan avenue, Chicago 3. 


Maintenance of Way Club of Chicago— 
Next meeting, February 28, 1949. E. C. Pat- 
terson, secretary-treasurer, Room 1512, 400 
W. Madison street, Chicago 6. 


Metropolitan Maintenance of Way Club— 
John S. Vreeland, secretary, 30 Church street, 
New York. 


National Railway Appliance Association— 
Annual exhibit, Chicago, March 14-17, 1949 
in connection with the A.R.E.A. convention. 
R. B. Fisher, secretary, | No. LaSalle street 
Chicago 4. 


Railway Tie Association—Annual conver 
tion, September 12-14, 1949, Peabody Hotel 
Memphis, Tenn. Roy M. Edmonds, secretary- 
treasurer, 610 Shell Building, St. Louis 3, Mo. 


Roadmasters' and Maintenance of Way 
Association of America—Annual meeting. 
September 12-14, 1949, Hotel Stevens, Chi- 
cago. Elise LaChance, secretary, 431 S. 
Dearborn street, Chicago 5. 


Track Supply Association—Lewis Thomas, 
secretary, 59 E. Van Buren street, Chicago 5. 
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Rear end of cleaning unit, showing Ballast Cleaner includes two units: a towing and digging unit 
disposal conveyor above, eject- shown at the right, and a Diesel-powered cleaning unit be- 
ing waste to the side, and de- hind. An endless scraper chain passing beneath the track 
livery conveyor below distributing excavates the ballast, which is elevated first by the digging 
cleaned ballast. chain itself and then by a belt conveyor to vibrating screens, 
where it is freed of waste and conveyed to a chute for re- 
distribution beneath the ties. 







: ry y a anes . 
Also: Universal Bolt and Tie Screw Driving Machines, Rail Drilling Machines, 
The Matisa Automatic Ballast Cleaner and the Tie Drilling Machines, Pulsators, Motor Rail Trucks 
Matisa Automatic Tie Tamper, both developed 
in Switzerland and experienced in track main- 
tenance service in England, France, and Bel- 
gium in the past 12 years, are now available 
to American railroads. 


Both are self-propelled on-track machines. 
Output for the Ballast Cleaner is 150 to 240 
lineal feet of track per hour of actual un- 
interrupted operation, depending on ballast 
conditions. The Tie Tamper, requiring only 
one man to operate, will tamp 400 to 600 feet 
of track per hour under normal conditions. 


Full details and work 
records on request. 








SA EQUIPMENT a 

Tl 206 S. Michigan Ave., Chicago 4, Il. ' = 

MA EQUIPMENT COMPANY . 
S58 Victoria St., London S.W.1, England 


MATERIEL INDUSTRIEL, S.A. 


2 Grand Pent, Lousanne,. Switzerland 
30 Rue de Mogador, Paris, France Front view of the power tamper +> 


MATERIAIS INDUSTRIAIS, S. A. 2 aur MESS. Se, a | 


277 Av. Rio Branco, 
Rio de Janeiro, Brazil 









Opposed pairs of tamping tools work from each side), each comprising 8 tamping tools working in 
side of a tie, vibrating rapidly while being forced pairs, 4 inside and 4 outside of rail, are raised 
toward each other until desired compactness of and lowered by means of compressed air. They 
ballast under tie is attained. are mounted on the Tie Tamper, which is pow- 


Two plete tamping i (one on each ered and propelled by a combustion engine 
TERT GPE... CoE A a 
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If You Have a 
Gasoline Engine 
Power 





roblem 


66 


Briggs & Stratton offers you advantages no other 
manufacturer of single cylinder, air-cooled engines 
in the world can match. 
These are the engineering skill, knowledge, and coun- 
sel as well as the unequalled performance that come 
from 30 years of experience — plus the advantages of 
a world-wide service organization. That extra experi- 
ence, that extra skill assures you the best in design, 
materials, workmanship, and precision production. 
This experience is yours for the asking. Our en- 
gineers are ready to counsel with you to help solve 
your gasoline engine power problems. 


BRIGGS & STRATTON CORP., Milwaukee 1, Wis., U.S. A. 


BRIGGS &STRATTON 
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N.R.A.A. Progresses 
March Exhibit Plans 


Plans for the exhibit of the National 
Railway Appliances Association, March 
14-17, in conjunction with the Golden 
Anniversary convention of the Ameri- 
can Railway Engineering Association, 
continue to grow and expand. More de- 
tailed reference to the exhibit, with a 
list of those companies which plan to 
participate as this issue goes to press, 
is included in the feature pages. 


Roadmasters’ Association 

With committee work under way, 
looking to the annual convention jn 
September, the Executive committee of 
the association will meet in Chicago, at 
the Chicago Engineers’ Club, on Mon- 
day, March 14, beginning at 9:00 am, 
to transact association matters and lay 
plans for the fall convention. 

Continuing an intensive drive for new 
members, A. G. Reese, district mainte- 
nance engineer of the Burlington, and 
second vice-president of the association 
—who is heading up the membership 
drive—urges the support of all members 
in obtaining new members on their re- 
spective roads. Application blanks can 
be secured either direct from Mr. Reese, 
at his headquarters at Galesburg, IIL, 
or from the secretary of the association, 
Elise LaChance, at 431 S. Dearborn, 
Chicago 5. 


Metropolitan 
Maintenance of Way Club 

The next meeting will be held in the 
Skyline room of the Hotel Sheraton, 
New York, on February 24. L. L. Adams, 
assistant chief engineer, Louisville & 
Nashville, will tell of recent experi- 
ences of his road with hurricane dam- 
age in the Gulf Coast area. His talk 
will be illustrated with slides. 


Bridge and Building Association 
Taking advantage of the A.R.E.A. 
convention and N.R.A.A. exhibit in Chi- 
cago during the week of March 14, 
President E. H. Barnhart has called a 
meeting of the Executive committee for 
Wednesday noon, March 16, to be held 
at the Engineers’ Club, beginning at 
12:30 p.m. With the technical commit- 
tee work of the association well under 
way, attention of the Executive com- 
mittee will be focused on a continuing 
drive for new members, under the direc- 
tion of first vice-president, W. F. Mar- 
tens, general foreman of bridges and 
buildings, Santa Fe, at San Bernardino, 


Calif. Applications for membership 
should be forwarded directly to Mr. 
Martens or to the secretary of the asso- 


ciation, Elise LaChance, at 431 S. Dear- 
born St., Chicago 5. 


American Railway 
Engineering Association 
Most of the standing committees have 
finished their work for the year, with the 
result that none of them has scheduled 
(Continued on page 174) 
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WARWOOD WORKMANSHIP 
MAKES THE DIFFERENCE 











WARWOOD 
TRACK 
TOOLS 


WARWOOD 
NO. 2-T 


Spthe 


Maul | 
< EF ese S Layne Well Water Systems and Vertical Tur- 
NO. 3-T - | [bine Pumps set an amazingly new high in long lasting 
quality and big dollar value. Years and years of constant 





i). IN QUALITY 


AND VALUE 





WARWOOD TOOL COMPANY 
WHEELING, WEST VIRGINIA 
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When you purchase 

Warwood Track Tools, 

you can rest assured 
they are accurately forged 
and scientifically heat 
treated to meet A. R. E. A. 
specifications. And what- 
ever the purpose for which 
they are designed, they 
will do the job well and 
withstand severe service. 
The high quality of War- 
wood Track Tools makes 
them the number one 
choice among careful buy- 
ers. Specify Warwood for 
complete satisfaction. 
PICKS... MAULS... WRENCHES 


BARS .... TONGS .... SLEDGES 
ADZES... PUNCHES... CHISELS 





fapinaagy 


SINCE Ts 185 


\ 
XQ ~p V 


° 
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eed 


| improvements in design has given them unmatched over- 
| all efficiency. And along with high efficiency there have 


been many improvements in quality. All strain points have 


| been made heavier and stronger. All bearing surfaces are 


now tougher and longer lasting. Controlled precision in 
manufacture has added more smoothness to operation. 


All in all, your Layne Well Water Systems and Vertical 
Turbine Pumps of today produce more water at lower 
operation cost than ever before. Dependability in con- 
struction features is not limited to a season or two. They 
are there to provide service for years and years with little 
or no upkeep expense. 


But you will also be interested to know that if service of 
any nature is ever required, the Nation-wide Layne organi- 
zation has the facilities and know-how to put your system 
back in perfect order with a minimum loss of time. 


For further information about Layne Well Water 
Systems and Layne Vertical Turbine Pumps, write 
for catalogs, and bulletins. No obligation. Address 
LAYNE & BOWLER, INC., General Offices, Mem- 
phis 8, Tenn. 


DAYNE 
_ WELL WATER SYSTEMS 


AFFILIATED COMPANIES: Layne-Arkansas Co.. nea Ark. * Layne-Atlantic Co., 
Norfolk, Va. * Layne- Central bo oe Memphis | Tenn * Layne-Northern Co.. Mishawaka, 
n yr ° 


Layne-New York Co., New York Citv * Layne-Northwest Co., Milwaukee, Wis. * Layne- 
Ohio Co., Columbus, Ohio * Layne-Pacific, Inc. Seattle, Washington Layne-Te: 

Co., Houston, Texas * Layne-Western Co., Kansas City, Mo. * Layne-Minnesota 
Co., Minneapolis, Minnesota * International Water Corporation, Pittsburgh, Pa. * Inter- 
national Water Supply, Ltd., London, Ontario, Canada * Layne-Hispano Americana, 
S. A.. Mexico, D. F. 
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Eye Protection Can 
Feel Good and Look Good F 


Style BS Metal Frame with saddle bridge 
and side shields. 


These safety spectacles with either metal or plastic frames 
feel good because they fit any type of face with that 
“‘made-to-order” look. Comfortable fit is assured by their 
light weight and the variety of bridge widths and lens sizes 
available. They are furnished with or without sideshields, Ry) 
and fitted with WILLSON Super-Tough*, flat or curved _ Style A Metal Frame 


i 5 with rocker nose pads. 
lenses for ample protection on many heavy- duty operations. 


For complete infor- PP 
mation on these \ \fn e 
L£Ea>« products and their ~ . 
application, as well 
as many more eye Cyuy "" 
and respiratory pro- ) J 
tective devices, get 
} in touch with your Styles WPand WPS PlasticFrames 
nearest WILLSON _ with and without sideshields. 
distributor or write 
us direct. *T. M. Reg. U.S. Pat. Off. 


WILLSON PRODUCTS, INC., 243 WASHINGTON ST., READING, PA. 
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LARGE or 
SMALL .... 


BURRO DOES EVERY JOB 
EFFICIENTLY, 
ECONOMICALLY 


Whether the Burro is used to speed 
track laying or relocation, for bridge 
building, earth or ballast handling o1 
on locomotive coaling jobs, it will 
handle every job more efficiently and 
economically—because Burro Cranes 


are built for railroad work. 


Only BURRO cranes have: 


* Fast travel speeds—up to 22 M.P.H. 

* Draw Bar Pull of 7500 Ibs. loften eliminates need for work train or 
locomotive). 

* Elevated Boom Heels for working over high sided gondolas. 

® Short tail swing—will not foul adjoining track. 

* Low overall height—Burro can be loaded and worked on a standard flat 
cor (see illustration). 


Write for Bulletins 


CULLEN-FRIESTEDT CO., 1301 S. Kilbourn Ave., 


Chicago 23, Illinois 











CULLEN-FRIESTEDT CO., CHICAGO 23, ILL. 
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meetings to be held in February. Ballots 
for the election of officers were sent out 
with the A.R.E.A. News for February, 
which was mailed about the first of the 
month. 

The February Bulletin (No. 479) con- 
tains the last of the committee reports 
and will be mailed about the fifteenth of 
the month. This Bulletin will include 
the reports of the Committees on Rail, 
Track, Roadway and Ballast, and Co- 
operative Relations with Universities. 
The March Bulletin, which will be the 
annual yearbook, will this year contain 
many special features that are of par- 
ticular interest at this time in view of 
the fact that the association is celebrat- 
ing its fiftieth anniversary. For this 
reason the yearbook will be of unusual 
size, containing about 350 pages. 

Highlights of the program of the com- 
ing convention, which will be held on 
March 15-17 at the Palmer House, Chi- 
cago, are given in an article appearing 
in the feature section of this issue. 





Supply Trade News 





General 


A 20-min., 16-mm. sound-color movie, 
“Fire-Fighting with Wetter Water”, has 
been prepared by the Carbide & Carbon 
Chemicals Corporation for showing to 
municipal, volunteer, and industrial fire- 
men, or to other groups interested in 
fire fighting and fire prevention. The 
movie is said to illustrate how water, 
made wetter by the corporation's new 
product, “Unox”—fire-fighting penetrant 

-knocks out fires three to four times 
faster than plain water. It depicts vari- 
ous tests run throughout the country by 
various fire services, demonstrating the 
speed with which “Unox” knocks down 
and extinguishes fires in cotton. bales, 
wallboard, wooden shacks and_ various 
inflammable liquids. 

Interested groups are invited to ar- 
range for free showings of the movie 
by writing the Carbide & Carbon Chem- 
icals Corporation, Room 328, 30 East 
42nd street. New York 17. 


Personal 


The Peerless Pump Division of the 
Food machinery & Chemical Corpora- 
tion has announced the appointment of 
J. W. L. Stone as district manager of a 
newly-formed sales district at Omaha, 
Neb. 

R. E. Whinrey, superintendent of the 
Dodge plant of the Link-Belt Company 
at Indianapolis, Ind., has been appointed 
to the newly-created position of assist- 
ant general manager at that plant. He 
is succeeded by L. C. Heinlein, assistant 
superintendent. 


(Please turn to page 176) 
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P-16-D Portable Stock Grinder | 


Now—add the new Model P-16-D Portable Stock 
Rail Grinder to your track equipment and get the 
latest machine for removing excess metal from 
switch points and stock rails. These advantages 


GRIND AWAY 
TRACK WORK COSTS 





spell added savings for you: 


Save time ... save labor costs by putting the P-16-D 
Portable Stock Grinder in your equipment shed. 


All grinding equipment is swivel mounted. 


Locking device holds grinding wheel se- 
curely when not in use. Prevents damage 
during transport. 


Grinder head can be swiftly adjusted to fol- 
low the alignment of switch point or stock 
rail. 


Hand wheel provides lateral adjustment. 
Coupled with double cup grinding wheel, 
grinder completes job on stock rail and 
switch point without turning machine 
around. 


Light and portable machine handles easily 
under traffic. Gets on and off track fast. 


Further details sent upon request. 


Railway Trackework' 


4354 


3207 KENSINGTON AVE., PHILADELPHIA 34, PA. 


AGENTS FOR 


Kershaw-Railway Maintenance Equipment and Mark-Rite Paint Marker 
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BEALL Hi-Duty SPRING WASHERS 
are made especially to stand the strain 
of the heavy-duty rail service required 
by today’s high-speed freight and pas- 
senger trains. 


These washers are strong and tough, 
yet provide the necessary ‘‘springing 
action” required at rail joints, frogs 
and crossings. 


We control every step of their manu- 
facture—from the specification of the 
specially-developed formula and process 
used in making the steel to the forming, 
hardening, tempering and testing 
operations. 


BEALL TOOL DIVISION of Hubbard & Co. 
EAST ALTON, ILL. 


Specialist Manufacturers of Spring Washers 


BEALL & HiDere 





SP 


For additional information, use postcard, pages 115-116 
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RING WASHERS 
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York. 


Apl-O*K 


for Permanent 
Crossings 
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This small, compact, portable tady, N. Y., on ; 

Trail-Q- Roller makes blacktop tended Union college in that city, grad- 

plotiesmns eat cane uating in civil engineering in 1928, and 

faces. The Trail-O-Roller can roll entered the service of The Rail Joint 

Seoas = aS Se Company as a draftsman in November SOLD UNDER THE 
of that vear. He was advanced to re- L. B. FOSTER CO. 


truck can go, yet it takes only 2 
minutes to change it from the trail- 
ing to rolling position. And too, 
the compaction is as great as any 
5 ton tandem roller. 

If you’re looking for a time and 
labor saving unit this Trail-O-Roll- 
er will give you the low cost way 





for doing permanent blacktop 
ee a, who has resigned to form his own com- 
teday to save labor costs—you too RAIL 
Wise y pe = RY eee 
rite tor u 1 oO. J 
TRACK ACCESSORIES 
PILING @ PIPE 
WIRE ROPE 
TRADE MARK 
SINCE 1902 
Trail-O-Roller trails behind any William E. Gahl ie B. FOSTER 
maintenance truck. 
pany. Mr. Gahl, who joined Templeton, COMPANY 
Kenly in 1929, has been active in steel 2 



























1B \LITTLEFORD/ 
|B: 
— LITTLEFORD BROS., INC. 
TF 471 E. Pearl St., Cincinnati 2, Ohio 


mM. Ee Lansing, chief engineer of The 
Rail Joint Company, Inc., has been elect- 
ed vice-president, sales and engineering, 


search engineer in 1939 and was further 
pi 
chief engineer of Templeton, Kenly & 


Co., Chicago, 


FOSTER’S 


Las 


\ 
CORRUGATED 
INTERLOCKING 
STEEL-SHEET 


PILING | 


headquarters before at New 


Mr. Lansing was born in Schenec- 


as 





H. L. Lansing 


June 17, 1907. He at- 


WRITTEN 
GUARANTEE 


omoted to chief engineer in 1943. 


William E. Gahl has been appointed 
to succeed F. J. Jakoubek, 








NEW YORK 7 
HOUSTON 2 


and heavy industry in various engineer- 


PITTSBURGH 30 


ile \clem.) 
SAN FRANCISCO 4 


ing capacities for the last 18 years. 


The Dearborn Chemical Company, 


Chicago, has announced the appointment 
of E. Stewart Carlson, formerly of the 
Chicago Tribune, member of its 
advertising staff. 

W. Douglas Peters, assistant general 
sales manager of the Reynolds Metals 
appointed central | 


Company, has 
division manager, with headquarters at 


as a 


been 


WRITE FOR FOLDER No. F-110-A 





Chicago. 
(Please turn to page 178) 
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a reg ae Railroad 
Snow Loader- Melter 


Now York .. . Milwaukee . . . Toronto . . . Chicago 

. where will massed drifts jam yards, clog rail 
centers next winter? Wherever blizzards and heavy 
snow may strike, railroads whose yards are equipped 
with the Barber-Greene Snow Loader-Melter can be 
sure that their yards will be cleaned faster, more effec- 
tively and at greatly reduced cost. This team has re- 
duced snow removal costs for some roads as much as 
$6,000.00 per day over hand methods . . . and saved 
much more than that in schedules maintained. 

This Barber-Greene unit consists of a BG-568 Snow 
Loader, a Melter Tank, with a capacity of 12,000 gal- 
lons, and the Heating Tank of 4,000 gallons capacity. 
Tanks are heated by direct injection of steam from 
the locomotive which pushes the unit. For additional 
information, see your Barber-Greene distributor or 
write Barber-Greene Company, Aurora, Illinois. 












SECONDARY COALING STATIONS, 


with Barber-Greene specially engi- 
neered equipment, provide high ca- 

pacity loading. Flexible, low-cost, 
adaptable to almost any track 
arrangement. Installation is 
quickly and easily made, op- 
erator needs no special train- 

ing. Capacities from 11/2 
tons per minute up. 





A-591-8 


BARBER-GREENE COMPANY @ AURORA, ILLINOIS 


Barber-Greene 
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Flectric Plants “xl 


for every maya 


railroad need 


icooenenallll 
a pb 


d 











“U.S.” builds a complete line . . . . compact Port- 
able units to operate power tools and provide light 
for emergency maintenance of way .. . . larger 
units for work trains . . . . dependable units for 
stand-by service on bridges and signal systems. 
Gasoline and diesel powered — !2 to 140 kw, A.C. 
and D.C. Write for detailed specifications. 






UNITED STATES 
MOTORS CORP. 


438 NEBRASKA ST. 
OSHKOSH. WISCONSIN 
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H. L. Francis has been appointed east- 
ern traffic and transportation manager 
for the Koppers Company. Mr. Francis, 
whose headquarters are at Kearny, N.J.. 
will continue his present duties with the 
gas and coke division. In addition, h 
will be the traffic representative in the 
New York-New Jersey area. 

George O. With, manager of sales, 
construction industries, Carnegie-TIIli- 
nois Steel Corporation (subsidiary ot 
the United States Steel Corporation), at 
Chicago, has been appointed assistant 
vice-president of the United States Steel 
Supply Company (also as subsidiary ot 
U.S. Steel). Mr. With is succeeded by 
his assistant, Dwight L. Merrell. 


J. R. Brummett, assistant superintend- 
ent of the American Lumber & Treating 
Co.’s wood preserving plant in Balti- 
more, Md., has been appointed superin- 
tendent of that plant, succeeding Colonel 
L. H. Harper, who has retired. 


The Black & Decker Manufacturing 
Company has announced the relocation 
of its Chicago sales and service station 
to 1100 West Jackson boulevard, with 
R. G. Horner as branch manager. The 
service station at Denver, Colo., has 
been moved to a new building at 1010 
Jannock street, while a new factory 
service station will be opened in Feb 
ruary at 1094 Gilbert avenue, Cincinnati, 
Ohio. Elmer F. Sitton is in charge ot 
the Denver branch, and Robert A. Brown 
will manage the Cincinnati station. 


CAPACITY LOSSES— 


THEIR CAUSES AND CORRECTION --- 
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Note after cleaning and lin- 
ing by Pittsburgh Eric Pro- 
cess the smooth, clean inter- 
jor of the pipe which des 
not hinder the flow of the 
water ond restores the pipe 
to its original capacity. 


C Value after cleaning 130 
average of tests) 


GPD after cleaning 10.6 MGD 


Whatever problems you have—industrio 


a 24'' main before cleaning. 

Note the condition of the deposit, 

not only the thickness but particu- 

N larly the rough and porous surface. 

These are only some of the many 

pers that contribute to capacity 
losses. 


, 


C value before cleaning 69 
GPD before cleaning 5.6 MGD 
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Supply —Engineering!!! If they pertain to water supply or sewage disposal a Pittsburgh 
Pipe Cleaner Company engineer can solve them. Our complete comprehensive rehabilita- 
tion program and engineering service is THE ANSWER. Write today for full details. 


PITTSBURGH PIPE CLEANER CO. 


133 Dahlem St., Pittsburgh 6, Pa. 


BALTIMORE + BIRMINGHAM * BOSTON + BRADENTON, FLORIDA + BUFFALO + CHARLOTTE 
CHICAGO + CINCINNATI © DETROIT * HOUSTON * NEW YORK © PHILADELPHIA © ST. LOUIS 
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- picture shows actual condition 
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Trade Publications 
To obtain copies of any of the publica- 
tions mentioned in this column, use post- 
cards, page 115) 


Why Not Benefit by the Experiences 
of Others with Emeri-Crete Flooring— 
This is the title of a four-page bulletin, 
designated as No. 802, issued by the 
Walter Maguire Company, Inc. The 
bulletin contains an,account of the ex- 
perience of a large railroad with heavy- 
duty Emery flooring made with Cortland 
Emery Aggregate, installed on freight 
platforms. 


International Diesel Crawlers — The 
International Harvester Company has 
issued a separate folder on each of four 
models of International Diesel crawler 
tractors, viz., the 29'%4-hp. TD-6, the 
39-hp. TD-9, the 57-hp. TD-14, and the 
8014-hp. TD-18. The folder contains de- 
sign and performance information, spec- 
ifications and pictures of the tractors in 
operation. 


Foster’s Steel Sheet Piling—The L. B. 
Foster Company has issued a six-page 
folder describing the company’s new 
lightweight, interlocking, corrugated 
steel sheet piling. The folder contains 
five different drawings, with dimensions, 
of the piling, a physical-characteristics 
table, a discussion of the economies and 
advantages in using this type of piling, 
and 23 suggested applications. 


One Ton or 1000—This is the title of 
a four-page illustrated folder issued by 
the L. B. Foster Company. The folder 
describes this company’s line of pipe, 
steel sheet piling, rails and track acces- 
sories. 


Specification for Dry Walls — The 
Western Waterproofing Company has 
issued a four-page illustrated folder, 
printed in two colors, describing proc- 
esses for water-proofing both above- 
grade interior wall surfaces and exterior 
mortar joints of new buildings. 


Truck-Mounted Shovel Crane—Book 
No. 2335, containing data on its HC-70 
truck-mounted shovel crane, has recently 
been published by the Link-Belt Speeder 
Corporation. The catalog gives com- 
plete specifications, clearances, capacities 
and working ranges. and also contains 
a number of on-location photographs. 


Grout Mixer and Ejector—The Union 
Iron Works of New Jersey Company, Inc, 
has issued a four-page bulletin, No. 195, 
describing their Union grout mixers and 
ejectors. Included in the pamphlet are 
dimensions and other data on this com- 
pany’s standard air-motor-driven ma- 
chines. It also lists some of the applica- 
tions of these machines, such as stopping 
and sealing leaks in tunnels, dam footings 
sewers, etc.; strengthening and preventing 
settlement of footings and foundations, 
raising pavements, sealing mine and tut- 
nel shafts, filling reinforced concrete pile 
or pole forms, rebonding cyclopean ma- 
sonry bridge piers, etc. The back page 0 
the pamphlet is devoted to illustrations 
of a variety of Union construction equip- 
ment. 
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Formerly—RAILROAD WATER AND COAL HANDLING CO. and T. S. LEAKE CONSTRUCTION CO. 


+ Song of the Open Koad 





Music to the ears of maintenance and oper- 
ating men is the way the powerful, depend- 
able JORDAN Snow Plow whips the snow 
blockades—bucks deep drifts out of cuts; and 
with huge wings spread wide, clears two, 
even three, tracks at once to free tied-up 


classification yards. 


An ideal all-year ‘“‘mechanical crew’ '—essen- 
ual in dry weather for shaping ballast and 
banks, spreading fill, cleaning ditches—saves 
countless man-hours. Write for 100-picture 


catalog. 


0. F. JORDAN COMPANY 


WALTER J. RILEY, President 
EAST CHICAGO, INDIANA 
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THE Kershaw Co., Inc. 
Montgomery, Ala., 
builds this Wisconsin- 
powered Kershaw Krib- 
ber, used in relaying 
operations. 


IN a matter of min- 
utes, the reciprocating 
blade of this Wiscon- 
sin-powered tie cutter 
slices through ties. 
Made by Woolery Ma- 
chine Co., Minneapo- 
lis, Minn, 





ee eee 








HERE is a Wisconsin- 
powered combination 
motor car and frog 
and rail grinder built 
by Northwestern Mo- 
tor Co., Eau Claire, 
Wis. 


Engines You Can Stake A Reputation On/ 


WISCONSIN *2"2soccc ENGINES 


Like the builders of the diversified equipment above, 
when you specify Wisconsin Heavy-Duty Air-Cooled 
Engines, you specify dependability that matches the 
reputation of the equipment itself! 

@ Timken tapered roller bearings both ends of crank- 
shaft . . . take up radial and end thrust loads, or any 
combination — providing greatest protection against 
bearing failure. 

®@ Flywheel fan cools at temperatures to 140° F. yet 
operates perfectly in sub-zero weather. 

® Positive jet and spray oil system . . 
no grease or oil fittings. 

@ High tension magneto with impulse 
coupling . . . for quick cold-weather 
starts and dependable, continuous op- 
eration ignition. 

Heavy-duty, precision construction and 
trouble-free air-cooling assure depend- 
able operation under toughest condi- 
tions, and all in all, make Wisconsin Air- 
Cooled Engines worth looking into the 
next time you specify power, 2 to 30 hp. 





Typical 4-cycle, sin- 
gle-cylinder model, 
2 to 5 hp. 





Typical V-type, four- 
cylinder model, 15 
to 30 hp. 


Typical single-cylin- 
der model, 4to9 hp. 


Typical two-cylinder 
model, 7 to 13 hp. 


teat WISCONSIN MOTOR CORPOR 
my | OR: 


¢ 
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MORE OF THE THINGS 
YOU WANT in a ROTARY PUMP 


IKING... 


Gives You These Features: 
Self priming—Steady and even discharge. 

2 Proved simplicity—Only 2 moving parts 

.a “gear within a gear” 

3. Slow speed—Long, depe ndable service. 

4. Built to handle the liquid being pumped 
—No compromise construction. 

5. Complete control of manufacture—From 
factory-owned and operated foundries to 
final assembly. 


Send for bulletin 41SY today—It will be sent promptly. 









Pump Company 
Cedar Falls, 


EALTITE 
OOK BOLT 


lowa 




















ere Double Life 
Sanam SEALTITE 
ee HOOK BOLTS 


Because railroad trestles and 
bridges are constantly ex- 
posed to corrosive conditions 
we recommend the economy 
of ordering your hook bolts 


Drives easily. 
Same size hole 
makes better 
installation. 


Washe t : “ Y : 

dian in the Sealtite Double-Life 
and locks Hot-Dip galvanized finish 
through sealing the bolt in zinc which 


retards all corrosion and 
saves expense of frequent 
replacement. 


LEWIS BOLT & NUT CO. 


504 Malcolm Ave. S. E., Minneapolis, Minn. 


A 
Greatly Improved 


FASTENER 


nail hole. 
Has reinforced 
hook. 

Hook angle 
furnished to 
fit job. 
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Q and C Car Stops 
CONSERVE TRACK SPACE 








Q&C Car Stops are economical because they re- 

quire very little track space and a minimum of 

labor for application. They wedge firmly to the 

rails—no drilling is necessary. One size is suit- 

able for all sections of rail used in yards and 
side tracks. 


Specify them on your requisitions. 


THE Q AND C COMPANY 


New York 6, St. Louis 1 





Chicago 5, 

















Improved design of this new 15A 

Universal Jack utilizes an enlarged toe 

lift 244" x 314" to permit lifting at the end 

of ties without cutting into bottom of tie. No 

interference in tamping through the complete 

panel. Minimum height of toe lift is 214’. Capacity 
15 tons. Height 11’’. Lift 5’. Weight 41 lbs. 





LINING SURFACING 








TAMPING 











without sway... BROWNING cranes 











{ 














TEMPLETON, KENLY & CO. 


1026 S. Central Ave., Chicago 44, Ill 


ARE BUILT THAT WAY 


Browning Diesel Locomotive Cranes have: 





* Multiple Bolster Springs in each truck. 
All-Welded Carbody and travel gear frame. 
One-Piece Steel Casting for all deck machinery. 


ROWNINGS rotate fast with minimum sway, give you 

maximum production with bucket, magnet, grapple or 
hook. This stable crane assures accurate load spotting. 
And with a Browning you see while you swing. True full 
vision from the cab is another feature of the M-Series Diesel 
Locomotive Cranes. 
Follow this series of ads. You’ll see why Browning Proven 
Design means high production and economical operation. 
Write for illustrated folders on locomotive cranes, wagon 
cranes, truck cranes and shovels. 


THE BROWNING CRANE & SHOVEL CO. 
16224 Waterloo Road e Cleveland 10, Ohio 


BROWNING 


LOCOMOTIVE, WAGON, 
TRUCK and TU-CONTROL 
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GIBRALTAR 


“GEMCO TRU-BLU TOOLS”. BEST TRACK TOOLS FOR TOP TONNAGE TRANSPORTATION! MADE By: 








SPOT 
BOARDS 
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EQUIPMENT & MANUFACTURING CO., ALTON, ILL. 


HEADQUARTERS 
FOR GEMCO TRU-BLU 


“MASTER TRACKMEN'S 


ALSO ALL 
ITEMS—CAR MOVERS 


CARS, LEVELS, TIE TONGS 
RAIL DRILLS, CAR-STOPS 
DERAILS, LEVELERS 


Gemco Tru-Blu “Master Trackmen’s” Track Gauges & Levels Are All Unsurpassed In Quality! 


ie 
AF89-No. 23 — 
Extra strong pipe 
center with cast 
steel ends. 








—— 
=“ S 


est 
E 


‘ae 
AF70 - No. 10 — 
Made of thorough- 
ly seasoned West- 
ern Pine. 


AF68-No. 5 — Made 
of thoroughly seasoned 
Western Pine. 

siti 














i 
AF164-No. 3 — Level 
2 Adj. Levels. 


- 
AF64-No. 1 — Made 


of Western Pine with 
hardwood bar. 


<_ 
AF69 - No. 6 — Steel 


?- 
AF97-No. 27—Lat- 
approved A.R. 
. Plan. 








AREA, PLAN No. 20. 


> 
AF161 - No. ae — in, 


Track Gauge 








AF80 No. 18. 
ae 














GAUGES, BENDERS, Raji 


GREASE GUNS, ETC. 





YOU CAN GET THE TRACK TOOLS OF TOMORROW, TODAY; BY USING GEMCO TRU-BLU 


ALPHABETICAL INDEX TO ADVERTISERS, 


A 


Air Reduction Sales Company 


binding provide 
inch elevation, 


H 


315 
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TRACK TOOLS MADE To ; 
YOUR OWN PLANS | 
STANDARD 
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Railway Engineering as Maintenance 


Probably the highest praise a railroad man can receive is to say, 
“he’s dependable”! 


Performance dependability is an important asset to any road. 
Railroad men are recognizing more and more that dependable 
preservative action is what you can expect from PENTAchloro- 
phenol-protected poles and ties. They also like the clean treatment 
PENTAchlorophenol provides for walkways, platforms, loading 
docks and car lumber. 


Pentachlorophenol’s deep penetration and low volatility add up 
to lasting preservative action . . . protection that lasts through 
the years, even under the severest climatic conditions. 


Specify the peNTAchlorophenol treatment for safeguarding your 
crossties and poles . . . as well as sheds, platforms and other wood 
construction. 


THE DOW CHEMICAL COMPANY ¢ MIDLAND, MICHIGAN 
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lt Youvelussed Any Of These Bive Brures 
Yourt Favine loo Mucn for MAINTENANCE! 


lt AGE ph 


More Concrete 
For Less 
Money 


You get longer 

service life and faster, 

better mixing with 

Blue Brute Portable 

Concrete Mixers. 

Performance records prove 

that features like these pay off: 
high carbon, Timken-equipped drum 
rollers . . . smooth, positive, gear- 
and-pinion drive ... and 
Ransome’s famous mixing action. 


é 


High Speed Surfacing 
With These Team-Mates 


Hook up four of these Blue Brute Tampers to a 
Hand-I-Air Compressor and watch them hang up 
records for speed and economy. Constant, econom- 
ical air supply, feeding precision-made, easy handling 
tampers will cut your costs. 





No “‘Softies”’ on the 
Bive Brvre Track Team 


Why go to needless expense ballasting and surfacing 
the same soft spots in your roadbed year after year? 
Blue Brute Grouters will firm up soft spots and elim- 
inate mud pockets— put a lasting foundation under 
track quickly and economically. 


Railroad men all over the country will tell you that these and the 
many other Blue Brutes are cutting costs on the widest variety of 
Write for complete information on how their 


maintenance jobs. 





Hour 
After Hour 
of Steady 
Operation 


Here’s a rugged 

performer — 

the Blue Brute 

Centrifugal Pump — 

that will stand up under 

long hours of steady use and 

come back for more. Its fast, 
dependable pick-up with plenty 

of reserve power will keep your 
pumping costs at rock bottom. Built 
in A.G.C. sizes to A.G.C..standards. 








Worthington Pump and Machinery 

Corporation, Worthington Construc- 

tion Equipment Dept., Harrison, N. J. 
Distributors in all principal cities 


money-saving performance proves there’s more worth in a Blue Brute. 


BUr GLUE TSRUTES 


pepsi gs 
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FOR EVERY CONSTRUCTION AND MAINTENANCE JOB. 
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